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Summer heat increases hotbox setoffs 
more than 100%. Setoffs reported for 
June, July and August, 1958, represent 
an average of one setoff for every 
119,000 car miles, compared with Jan- 
vary average of one setoff in every 
495,000 car miles. 








FRICTION-INCH POUNDS 

















There’s less friction throughout the 
boundary range with Texaco Car Oil 
1960 HD (curve D) than with AAR 
specification non-additive car oil (A) or 
either of two competitive premium car 
oils (B and C). 


Hot weather need not mean hotboxes 


because Texaco Car Oil 1960 HD cuts boundary lubrication friction at least 50% 


Lab tests prove it. Texaco engineers developed a railroad 
journal testing machine that can reproduce more severe 
conditions than could be found on any railroad. Adjusted 
to simulate a very heavy loading, the machine was run 
with AAR specification non-additive car oil, to establish 
a boundary lubrication coefficient of friction of 0.1. Then, 
under these same conditions, Texaco Car Oil 1960 HD 
was found to lower the coefficient of friction to 0.005! 
The chart at the top shows you how hotbox setoffs 
jump during the summer—more than 100% more fre- 
quent. The graph below it shows you why Texaco Car 
Oil 1960 HD is your best solution to this problem. 
Now’s the time you need this protection most. With 
“dog days” already here—the one thing you can change 
fast is the oil—by adequate free oiling with the proper 
grade for summer heat. Your Texaco Railroad Lubrica- 


tion Engineer will be glad to show you a complete report 
on Texaco Car Oil 1960 HD—show you what it can do 
for your operation. Call him, or write: 

Texaco Inc., Railway Sales Division, 135 East 42nd 
Street, New York 17, N. Y. 


CONSTANT PROGRESS IN OIL’S FIRST CENTURY 


i 


IN ALL 


STATES 





RAILROAD LUBRICANTS AND SYSTEMATIC ENGINEERING SERVICE 

















Traction motors take 1000 volt jolt 
underwater at National 


The Specialists in electric coils... repair / service 


National Electric Coil now rewinds traction motor arma- 
tures with NEccoBOND coils and vacuum impregnates in 
Epoxy resin. This combination offers you longer life and 
more dependable motor service because of these reasons: 

e@ high thermal stability 

@ outstanding electrical properties 

@ cooler operating temperatures 

e@ excellent mechanical strength 

@ inertness to water, chemicals, greases. 

- 


y 






For more information cal/ 
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So effective is the National system that both field 
coils and armatures pass a 1000 volt d.c. test while 
immersed in water. Several armatures have been left 
underwater several weeks without a significant reduction 
in insulation resistance. 

If you want the kind of superior performance that this 
insulation system makes possible, contact National for 
your renewal or modification needs. 


National’s Columbus plant... HUdson 8 -7757, 
or call the nearest National field engineer. 


National Electric Coil: 


DIVISION OF McGRAW-EDISON COMPANY 
COLUMBUS 16, OHIO 


ELECTRICAL ENGINEERS - MANUFACTURERS OF ELECTRICAL COILS, INSULATION, LIFTING MAGNETS « REDESIGNING AND REPAIRING OF ROTATING ELECTRICAL MACHINES 
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from Callaway,Mills- 





Representatives: New York * Philadelphia - 





® Specially Constructed Center Wick — One-third of 
the pile fabric is in the center wick. If there is 
any oil in the box, WIKIT absorbs it! 


@ “Loop Tite’ Jacket—Special construction, woven 
by a patented process, interlocks loop pile in the 
weave. Gives greater tensile strength . . . protec- 
tion against glazing. 


@ ABSORBenized® —wikiT jackets are specially 
treated — like famous Callaway bath towels — to 
assure greatest absorbency, faster wicking. 


@ Specially Shaped — wikiT lubricates the entire 
journal ...is shaped to oil end collar and fillet 


with 4 


exclusive 
features! 


without exposing main body of lubricator to 
damage. 


WIKIT absorbs and retains 5 pints of oil or more, 
depending upon size...after saturation and drain- 
ing 3 hours. Provides continuous lubrication un- 
der toughest usage and all weather conditions. 
Nylon tape secures non-ferrous pull handles to 
lubricator ends . . . has tensile strength in excess 
of 500 pounds. Cores are quality neoprene foam 
... resistant to oil, heat, and compression set .. . 
no metallic parts except pull handles. wikiT is 
made for all journal sizes ...is realistically 
priced. See your nearest Sales Representative! 


CALLAWAY MILLS, INC. - 295 Fifth Avenue, New York 16, N. Y. 


Cleveland + Chicago ° St. Paul - San Francisco » San Antonio « Louisville - Montreal 


RAILWAY LOCOMOTIVES AND CARS * JULY, 1959 








RAILWAY 


LOCO- 
MOTIVES 
AND 
CARS 


The Oldest Trade Paper 
In the United States 


July 1959—Vol. 133 No. 7 


Editorial and Executive Offices: 
30 Church Street, New York 7 


C. L. Combes 
Editor, New York 


F. N. Houser 
Managing Editer, New York 


Norman E. Gillespie 
Western Editor, Chicago 


A. G. Oehler 


Consulting Editor, New York 


Lillian D. Milner 

Editorial Assistant, New York 
n 

Robert G. Lewis 

Publisher, New York 

Duane C. Salisbury 

Director of Sales, New York 
* 


BRANCH OFFICES: 79 West Monroe st 
Chicago 3; 1081 National Press Bldg 
Washington 4, D.C.; 1501 Euclid ave 
Cleveland 15; 1336 Wilshire Bivd., Los 
Angeles 17; Suite 203, Carlton House, 
Pittsburgh 19; 214 Terminal Sales Bldg., 
Portland 5, Ore.; 244 California st., San 
Francisco 11; 3908 Lemmon ave., Dallas 
19, Tex. 


FOREIGN REPRESENTATIVES: Sibley-Field 
Publishing Company, Ltd. 8/9 Clerkenwell 
Green, London E. C. |. England; Georg J. 
Linder, Continental European Representa- 
tive, (16) Frankfurt a. Main, Wittels- 
bacher Allee 60, West Germany. 


Railway Locomotives and Cars is a member 
of the Audit Bureau of Circulation 
(A.B.C.) and is indexed by the Engineer- 
ing Index Service. Printed in U.S.A. 


Published monthly by the Simmons-Board- 
man Publishing Corporation, 10 W. 23rd 
St., Bayonne, N. J., with editorial and 
executive offices at 30 Church St., New 
York 7. James G. Lyne, Chairman of the 
Board; Arthur J. McGinnis, President and 
Treasurer; Duane C. Salisbury, Exec. Vice 
Pres.; George Dusenbury, Vice-Pres. and 
Fditorial and Promotional Director; M. J. 
Figa, Vice Pres. and Director of Production 
a 


CIRCULATION DEPARTMENT: R. C. Van 
Ness, Director of Circulation, 30 Church st., 
New York 7. Re-entry of second class 
privileges authorized at Newark, N. J., 
with additional second class privileges, 
Bristol, Conn. Subscription price to rail- 
road employees only in U.S. possessions 
and Canada, $2 one year, $3 two years 
payable in advance. Subscription price to 
railroad emoloyees elsewhere, $8 per year. 
Single copies, 75¢. Address all subscrip- 
tions and correspondence concerning them 
to: Subscription Department, Railway Loco- 
motives and Cars, Emmett st., Bristol, 
Conn. Changes of address should reach us 
three weeks in advance of the next issue 
date. Send old address with the new, en- 
closing, if possible, your address label. 
The Post Office will not forward copies 
unless you provide extra postage. Dupli- 
cate copies cannot be sent. 


POSTMASTER—SEND FORM 3579 TO EM- 
METT ST., BRISTOL, CONN. 





REPORT ror june 


Coordinated and Allied Completing September Plans 


Technical session programs to be conducted 
by the Air Brake Association, Car Depart- 
ment Officers Association, Locomotive 
Maintenance Officers Association, and 
Railway Fuel and Operating Officers As- 
sociation at the Coordinated Mechanical 
meetings in September have been virtually 
completed, according to the secretaries of 
the participating organizations. These ses- 
sions will run from Monday, September 
21, through Wednesday, September 23, at 
Chicago’s Hotel Sherman. 

Albert Schiffers, executive secretary of 
the Allied Railway Supply Association, re- 
ports that assignments of booths and track 
spaces will make this year’s show Allied’s 
largest. Track exhibits will be a new fea- 
ture. In the past, track displays of the type 
to be held in Chicago this year have been 
a feature of meetings of the AAR Mechan- 
ical and Purchases and Stores Divisions. 

Indoor displays of suppliers’ products 
will be in the Hotel Sherman Exhibit Hall. 
The track exhibits will be on Illinois Cen- 
tral team tracks a short distance from the 
Sherman. Bus service will be provided be- 
tween the hotel and the track area. The 
Allied Railway Supply exhibits will be open 
at noon on Sunday, September 20, and will 
remain open through September 23. 

W. T. Rice, president of the Atlantic 
Coast Line, will be the principal speaker at 
the Coordinated Luncheon honoring all 
railroad presidents on September 22. Other 
speakers scheduled for individual associa- 
tion meetings include W. C. Bowra, general 
manager of the Canadian National, who 
will speak at a joint meeting of ABA and 
RF&OOA; E. K. Bloss, director of research 


and development of the Boston & Maine, 
scheduled by the LMOA; and O. H 
Zimmerman, Illinois Central vice presi- 
dent, who will address the opening day’s 
RF&OOA session. 


AAR Clarifies 
Ex Parte |74 Interpretations 


Cutting out brakes on a locomotive truck 
is possible under ICC Rule 201(c) even 
though the Commission recently issued an 
interpretation which said that “air brakes 
capable of starting or stopping the loco- 
motive or train . . . shall respond to con- 
trol from the operating compartment.” 
Member roads have been notified by the 
AAR Mechanical Division regarding prop- 
er procedures to be followed in complying 
with formal interpretations of some rules 
contained in the ICC order (RL&C, March 
1959, p 25) concerning Ex Parte 174, Rules 
and Instructions for the Inspection and 
Testing of Locomotives Other Than Steam. 

Rule 201(c): Locomotive Unit. Control 
of Units. When the brakes are cut out on 
a truck of a locomotive unit, that unit can 
be contained in service to the destination 
of the train. 

Rule 201(d): Slipping or Sliding Wheel 
Alarms. Where an engine or traction motor 
on a locomotive unit in road service has 
been cut out en route and inspection has 
been made, it will be permissible to con 
tinue the unit in service to the destination 

(Continued on page 7) 
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GIVES LONG SERVICE AT WIDE RANGE OF OPERATING TEMPERATURES 


Arapen RB 350 is another new Esso prod- 
uct designed to reduce railroad operating 
costs. Perfected by Esso Research, Arapen 
RB 350 is now available to offer you a 
combination of lubricating advantages re- 
’ quired for anti-friction journal bearings. 

Arapen RB 350 provides unexcelled 
lubrication from —30° to 250°. In the cold- 
est weather, it remains soft and provides 
maximum lubrication. And at the highest 
temperatures, it provides a_ tenacious 
lubricating film needed under full-load 
conditions. 

Arapen RB 350 passes the difficult 


100,000 double stroke test without appreci- 
able change in consistency. This remark- 
able sheer stability means Arapen RB 350 
“stays put’ without softening, gives 
excellent and long-lasting lubrication, re- 
duces leakage through seals, requires less 
make-up grease. 

For more information on the perform- 
ance of this outstanding new grease, and 
for expert technical assistance available 
through an Esso Sales Service Labora- 
tory, write: Esso Standard Oil Company, 
Railroad Sales Division, 15 West 51st 
Street, New York 19, N. Y. 


RAILROAD PRODUCTS 


In Industry after Industry..._ESSO RESEARCH works wonders with oil” 
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of the train. If the owning railroad does 
not have proper facilities at the destination 
terminal for repairs, the unit may continue 
in service to a point on the owning railroad 
where proper facilities are available. 

Rule 205(f): Prevention of Oil Passage. 
Draining of the main reservoir, either man- 
ually or automatically, and cleaning of the 
H filter, provided the sir compressor is 
properly maintained, will meet the require- 
ments of this rule. 

Rule 229(f): Heating. Ventilation open- 
ings other than doors and windows must 
be provided in the operating cabs. The no- 
draft ventilator commonly used in the car- 
body type A units will not comply with this 
rule. All-purpose diesel units, equipped 
with hot water circulating heaters located 
at diagonal corners of the cab, which pro- 
vide for a supply of outside air into the cab, 
are acceptable as complying with this rule. 
A ventilator, similar to Prime PM-406 or 
Salem 524, will be required to comply with 
this rule, and such ventilator should be lo- 
cated either in the roof, end, or side as de- 
sired. Only one ventilator is necessary. 

With reference to Rule 232, Classifica- 
tion or Marker Lights, the AAR advises 
that a number of diesel locomotives are 
already in service equipped with toe boards, 
steps, and handrails. It will be consistent 
to proceed with similar installations on 
other locomotives not so equipped. The 
Special Committee is preparing a suggested 
design for general application to various 
types of locomotives, and it will be the min- 
imum acceptable under this rule. 


AAR Establishes Responsibility 
For Roller-Bearing Inspection 


Responsibility for disassembly, inspection 
and reassembly of freight-car roller bear- 
ings done by a car owner during the course 
of a wheel change made necessary because 
another line slid the wheels has been estab- 
lished by the AAR Mechanical Division. 

On July 9, 1958, the Chicago Great 
Western at its Oelwein, Iowa, shop repaired 
covered hopper car CGW 6 on authority of 
a Monon defect card dated June 24, 1958, 
covering four pairs of slid-flat wheels. In 
making the repairs, the CGW applied four 
pairs of new 1-W 11-in. wrought-steel 
wheels. Proper material charge was made 
for the new wheels applied and credit was 
allowed for the scrap wheels removed. Cor- 
rect labor charge was also made for R&R 
of wheels in non-unit freight trucks accord- 
ing to items 83, 166 and 168, Freight Rule 
107. 

This car was equipped with Timken roll- 
er bearings, and in addition to the labor 
charge authorized by Rule 107 and items 
quoted above, a labor charge of $14.10 per 
journal box, or a total of $112.80 for dis- 
assembling and assembling the eight roller 
bearings was made on the basis of Passen- 
ger Rule 21, item 27-B. 

The Monon contends that the $112.80 
labor charge in addition to the labor charge 
covered by Rule 107 is not applicable, is 
improper and should be withdrawn. Items 
83, 166 and 168 do not specifically provide 
that in connection with the wheels being 
R&R, additional labor may be charged for 


the R&R of the roller bearings. As further 
evidence, the first paragraph of Rule 107 
was quoted: 

“The following table shows the labor 

charges for performing the various op- 

erations shown. The labor allowances 
include all work necessary to complete 
each item of repairs, unless the rules 
specifically provide that in connection 
with the operation additional labor 
may be charged for the R&R of any 

item which must necessarily be R&R 

in connection therewith”. 

The Chicago Great Western contends 
that the additional charge is proper since 
the wheel-shop operation causing addition- 
al labor is identical for both freight or pas- 
senger-car roller-bearing units. CGW #6 
was returned home at the request of the 
Monon because they did not have the fa- 
cilities to disassemble and reassemble the 
roller bearings. The CGW also feels they 
should be compensated for the extra labor 


costs incurred due to the Monon sliding 
the wheels. 

Decision by the Arbitration Committee 
on April 24, 1959, did not sustain the con- 
tention of the CGW. The car owner is en- 
titled to allowance on actual time basis to 
R&R the roller bearings in addition to al- 
lowances specified in items 83, 166 and 168, 
Rule 107. Disassembling, inspection and 
reassembling roller bearing assembly is car 
owner’s responsibility—Case 1/856, Chi- 
cago Great Western vs. Monon. 


Milwaukee Renumbering Diesels 


The Milwaukee is renumbering its diesel 
locomotives in two- and three-digit series. 
The road’s original numbering system, out- 
grown as the diesel fleet became larger, had 
locomotives of the same type numbered in 
different series in some cases. Retirement 
of all steam power made the two- and three- 
digit numbers available. 





Orders and Inquiries for New Equipment 


Placed Since the Closing of the June Issue 


Diesel-Electric Locomotive Orders 


No. of Horse-power 
Road and builder uni and type Deta 
SOUTHERN Cost, over $13,000,000 Deliveries to be cuom- 
Electro-Motive 48 2,400 SD-24 pleted this year. 
Freigh d 
reight-Car Orders 
No 
Road and builder uv Type ef Ca De 
CANADIAN NATIONAL: 
Dominion Iron & Steel 200 Bex 50-ton, insulated and heater-equipped Proto 
ype heated bex car tested during past winter 
Cuicaco & Easrern I[iinors 
American Car & Foundry 200 Box 50%, ft. 
60 Box 40%, ft. 
Bethlehem Steel 100 Gondola 52%, ft 
Pullman-Standard 400) Bex 01, ft. Cost, $3,644,000 
Thrall Car ll Flat 52u. ft 
Kansas Crry SouTHern 
Loursiana & ARKANSAS 
Pullman-Standard 2 Covered hopper 70-ton. Nine for KCS; 3 for L&A 
Louisvitce & NASHVILLE 
ACF Industries 100 Covered hopper 70-ton, 2,900 cu ft Cost, $1,200,000 Delivery 
to be completed this month 
Norrotk & Western: 
Ortner Co 10 Flat Bulkhead type. For September delivery 
PENNSYLVANIA 
Bethlehem Steel 4,000 Hopper 70 ton. On lease. Approx. cost, $40,000,000 
General American 1,700 Gondola 52%, ft. To be leased. Estimated value of order 
$16,500,000. Cars to be completed this year 
Greenville Steel Car 1,000 Hopper 70-ton. On lease. Value of cars, approximately 
$10,000,000. For completion by December 
READING: 
Company shops 500 Hopper Cost, $3,350,000. 
Unton Tank Car Co 
Company shops 32 Tank Type 111A-100W1, 20,000-gal, “‘Hot Dog”’ design 
2 Tank Type 103AWL 10,000-gal 
2 Tank Type 103AWL 8,000-gal. All 36 cars in engi 
neering stage. To be of aluminum construction. 
WasasH: 
Company shops 50 Flat 60-ft, 50-ton. In addition to 150 reported in 
May issue. 
Baker Trailer & Body Co 50 Trailers 40-ft tandem-axle closed type, for piggyback 
service. For completion in August. 
25 Trailers 35-ft tandem-axle open-top units with removable 
sides. To have been completed in June. 
Notes and Inquiries 
Nickel Plate considering the purchase of 500 box cars and 500 hopper cars to replace recently retired cars, a 
cording to Chairman Lynne L. White. The road “probably”’ will order additional diesel locomotives later this 


year to augment 35 units purchased earlier (RL&C, January 1959, p 8). 
Reading plans to repair 5,000 gondola and box cars at its Reading and St. Clair, Pa., shops at a cost of about 


$4,750,000. 


Trailer Train in the market for 300 85-ft flat cars. 
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TWO NEW PRODUCTS JOIN N-S-F* 


STRAN-STEEL ANCHOR LINER »™ 


MA Wa 


a 2 





NAILABLE STEEL DOORPOSTS take repeated nailing of grain doors without damage, 
keep car in revenue service. Nailable Steel Doorposts, usable with either plug or sliding 
doors, also protect vulnerable doorway areas against lift truck damage. 
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-NAILABLE STEEL DOORPOSTS 


NOW, NEW AND REBUILT FREIGHT CARS CAN LAST LONGER, SAVE AND SERVE MORE 


Since its introduction 12 years ago, N-S-F, the original NAILABLE 
STEEL FLOORING, has been put to work in more than 70,000 freight 
cars by 62 leading railroads. Now, Stran-Steel Corporation has 
developed two new companion products to help you get still more 
miles of Class A service from new and rebuilt rolling stock. 


STRAN-STEEL ANCHOR LINER circles the car with a corrugated 
wall of GLX-W high-strength steel that reduces dead weight compared 
to ordinary carbon steel liners of equal strength. Side heights are 
variable, with full height on the ends to strengthen these areas 
substantially and protect against bowing. Integrated with the liner 
are dozens of recessed strap anchors for fast, safe strapping. Side- 
walls and decking account for 70% of rip tracking; shielding these 
surfaces with Stran-Steel Anchor Liners and N-S-F can make a 
healthy reduction in maintenance costs. 


























NAILABLE STEEL DOORPOSTS strengthen this vulnerable section 
against lift truck damage and stand up for years of service. Repeated 
nailings of grain doors will not weaken or splinter them. 


These two new products—Stran-Steel Anchor Liner with Nailable 
Steel Doorposts—join N-S-F to give new and rebuilt freight cars 
complete protection, lading flexibility. Such cars carry all types of 
lading—rough, sacked, finished or bulk—and stay in revenue service 
longer. Information available from Stran- 
Steel representatives in Chicago, New York, 
Philadelphia, St. Louis, Cleveland, San 
Francisco, Minneapolis and Atlanta. In 
Canada, N-S-F and Stran-Steel Anchor Liner ; D 
with Nailable Steel Doorposts are sold by a 
International Equipment Co., Ltd., Montreal. 











Dept L-34 


STRAN-STEEL CORPORATION 


Detroit 29, Michigan « Division of 


AW 
NATIONAL STEEL ll CORPORATION 





SIDEWALLS, too, are protected against the damage which — causes 
u 


rip tracking. Stran-Steel Anchor Liner, shown here on both wall and plug door, 
also provides many recessed strap anchors to brace lading quickly, safely. 
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ENDWALLS, lined to the full height of the car, are substantially strengthened 
and protected against bowing. Stran-Steel liner is made from new GLX-W steel 
which, compared to mild carbon steel, gives equal strength with less dead weight. 
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EDITORIALS 


Make Plans For September Now 


Now is the time when plans should be made for attendance 
at the September 21-23 Coordinated Mechanical meet- 
ings and the exhibits of the Allied Railway Supply Associ- 
ation at Chicago. Highlights of the meetings and exhibits 
are summarized on page 5 of this issue. 

These yearly meetings of the mechanical associations 
are always worth the cost in time and money required for 
attendance. This year they present an unusual opportunity 
— for the first time a track exhibit has been added. This 
feature permits the display and demonstration of rolling 
stock and equipment that formerly could not be handled 
because of physical limitations of the indoor facilities. The 
track space, only a short distance from the meetings and 
indoor exhibits at the Hotel Sherman, had to be expanded 
from the original three 500-ft tracks made available. Even 
with the additional trackage the space was 90 per cent 
sold as this issue went to press. This fact, coupled with 
the probability that the indoor exhibit space will be com- 
pletely taken, guarantees that those in attendance will see 
an exceptionally fine display of equipment and products. 
With so much pressure on motive power and car men to 
reduce expenses it is essential that they keep themselves 
informed of the latest developments of the supply industry. 
This is the time and place to find out about the new equip- 
ment and its potential value. 

The exhibits are important. But without detracting one 


High, Wide and Handsome? 


Railroads, one by one, have been abandoning the elaborate 
painting and striping arrangements on their diesel loco- 
motives. Economy drives have been peeling those flashy, 
multi-color paint schemes from more and more locomotive 
exteriors. 

The results are not usually unattractive. A black or 
single-colored diesel freight unit seems to characterize the 
efficient transportation machine everyone knows it to be. 
Surely the day is past when a “coat of many colors” need 
announce to the world that the locomotive carrying it is 
a diesel. 

A neatly kept black locomotive can easily create a better 
public impression than one of the formerly flashy units, now 
streaked and grimy, with peeling stripes and faded colors. 
Motive power men have apparently decided that bright and 
complicated paint schemes are too expensive to produce 
and there is every indication that it is too expensive to keep 
them that way. 

While locomotive colors are disappearing, brightly col- 
ored freight cars are becoming more and more common. 
While most of the freight car paint schemes cannot rival 
the elaborate locomotive designs, the aim must be the 
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bit from their value it is the technical sessions that basically 
make these meetings of prime significance to mechanical 
and electrical personnel. Since last year committees have 
been developing reports covering the latest materials, 
equipment, and techniques used in the maintenance and 
operation of locomotives and cars. Members of these com- 
mittees are not theorists. They are men chosen for their as- 
signments because they are best qualified by ability, knowl- 
edge and experience to prepare the reports on each specific 
locomotive and car topic. And these topics have been care- 
fully selected because they are considered to be those of 
widest interest and greatest value to the railroad industry. 

Not only the committee members but nearly all railroad 
men attending the September meetings are officers and 
supervisors experienced in the every-day problems con- 
fronting the men who keep the equipment ready for the 
operating department to use when and where needed. They 
know their business. But at the same time each man comes 
to meetings for the purpose of learning from others how 
he can do his job better. 

The September meetings of the Coordinated Mechani- 
cal Associations and the exhibits offer air brake, locomo- 
tive, car, fuel and operating personnel an unequalled op- 
portunity. To take advantage of this opportunity every 
road should be well represented. Arrangements to attend 
should be made now. 


same. But, if color is to be an advertising tool on freight 
cars, that advertising job can be done only so long as the 
bright cars capture and hold attention while producing a 
favorable reaction and identification. 

Black or box-car red paint doesn’t do too much for a 
freight car except protect its surfaces. Those colors are 
economical and durable. While they can be fairly attrac- 
tive initially, years of weathering do not make too much 
difference. Neither is spectacular initially, and passing 
years have precious little to take away. 

Not so with some of the brighter freight cars. Once 
these colors have been adopted, it is important that sched- 
ules and facilities be established so that cars keep their 
flashy appearance. Some roads have been cleaning freight 
car exteriors, using the same techniques applied to pass- 
enger cars. 

If color is to be an effective advertising tool on freight 
cars, more must be done than making the initial decision 
adopting it. This decision must be followed up with 
appropriations for cleaning and repainting to assure that 
these colorful freight cars will continue to produce a favor- 
able public reaction. 
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SMOOTH 


No protruding edges, nails or straps to catch 
lading. Extremely tight fit eliminates all infestation 
harbors. 


RUGGED 
Static load tests prove Steel-Corr's stretch, pres- 
sure and ‘break-away’ qualities to be beyond 
the highest measure of requirement. Dynamic load 
tests prove Steel-Corr to be amazingly puncture 
proof! 


WEATHERPROOF 


A remarkable bonus in Steel-Corr is its great 
resistance to COLD, HEAT and MOISTURE. Due to 
the special bonding material, lading is weather- 
protected—water resistant 


ECONOMICAL 


All the advantages of expensive materials without 
high original cost. Less expensive to install and 
maintain, too 


Existing lading strap anchors may be used with 
Steel-Corr liner 





@LINER BOARD 
Three sheets of tough, impregnated, puncture 
resistant liner board which alone could protect 
the average lading under normal shipping 
conditions. 

But this is only a containing medium in Steel- 
Corr! 
@ CORRUGATED MEDIUM 
Two panels of heavy corrugated board 
bonded to liner board and steel with a special 
heat resistant, weather resistant, moisture proof 
adhesive. 

STEEL 
Three %” steel straps embedded in the heart of 
the panel run the full length and width of the 
car, in effect giving you six bands of steel gird- 
ling the car—and lading—from floor to roof. 





THE INSIDE STORY OF THE 
CAR LINER THAT SOLVES 
TWO PROBLEMS FOR 
ROADS AND SHIPPERS: 


MORE CARS — 





BETTER LADING PROTECTION 








In less than one hour this same car—without 
expensive shopping—is back on the line earn- 
ing revenue with better lading protection than 
provided by the original car! 


This car is more than a liability. Its continued 
use for “just one more trip’ before shopping 
can cause damage claims. It is an employee 
hazard—a lading trap 


Two men can take a car off the ‘shopping list’’ in less than an hour! No special 
tools or equipment needed. Just a hammer, ordinary roofing nails, step ladder and 
Steel-Corr! 


Here at last is a low-cost car liner that can stand on its own! 


Until now, upgrading materials have always depended entirely on the original 
lining for strength, retentive and protective qualities. 


Until now, large holes, rotting sections and major lining damage have dictated 
shopping—regardless of available upgrading material. 


Until now—until Steel-Corr! 


NOW! Steel-Corr introduces an entirely new principle to the field of car lining. 
THE OLD PRINCIPLE: “If you can’t cure it, obscure it.” 


Steel-Corr does more than obscure—is more than a cure! Steel-Corr is a lining 
in itself, intrinsically capable of lading retention and protection by itself, utili- 
zing the old lining mainly for attachment. 


Steel-Corr’s design is such that, if necessary, by the extention of its engineering 
principle, its construction could hold and protect lading if none of the original 
lining remained—and Steel-Corr were attached directly to the Z-bar posts. 


Steel-Corr can cut your shop orders—add revenue mileage immediately—and 
with the added bonus of a new interior which actually provides better lading 
protection than the original lining. 


FOR STORAGE:—Steel-Corr is equally valuable and as easily adaptable 
for re-lining trailers, warehouse facilities, etc. 


For service, information or brochure, write: 


FORD GARLINER DIVISION 


116 North 40th Street, Omaha 31, Nebraska 
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LOCOMOTIVES AND caRS WHAT S NEW In Equipment 








Aluminum Bearings 


The AAR has authorized Alcoa to oper- 
ate 100 captive cars equipped with solid 
freight-car bearings made of an aluminum- 
tin alloy, 750-T5. Aluminum bearings, it 
is said, run up to 20 deg cooler than all 
other bearing materials and resist corrosion 
without protective coatings. The weight of 
the aluminum bearing is about one-third 
that of standard bronze bearings. Alumi- 
num Company of America, Dept. RLC, 
1501 Alcoa Bldg., Pittsburgh 19. 





Steam Cleaning Boiler 


Tests of a new portable boiler show the 
steam cuts through dirt and residue left 
from prior shipments in tank, box cars and 
reefers. Ice collections on refrigerator cars 
are thawed and washed away; odors are 
said to disappear, and fats and tallow evap- 
orated from walls of meat cars. 

The Monitor oil-fired boiler units, in 40 
and 50 hp sizes, are 15-ft long, 4-ft wide, 
and 5'4-ft high, weighing approximately 
5,000 Ib each. The 40-hp unit has an output 
of 1,380 lb of steam an hour at 212 deg; the 
50-hp unit, 1,725. A water make-up tank 
on each unit holds enough water for an 
hour’s operation. A hose connection from 
a local water supply will normally provide 
water at 20- to 40-lb pressure for continu- 
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ous and automatic operation. The units are 
equipped with an 80-gal oil-storage tank, 
enough for a 7- to 8-hr operation. Accord- 
ing to the manufacturer, the hard rubber 
tires, specially constructed frame and low 
carriage makes towing simple and quick. 
Tube surfaces in the fire-tube boiler are 
readily accessible for cleaning. 

The units are completely weatherized for 
outdoor storage and use. Cleaver-Brooks 
Co., Dept. RLC, 326 E. Keefe Ave., Mil- 
waukee 12. 





Pipe Sealant Tape 


“Scotch” brand sealant tape, No. 547, 
chemically inert tape designed to seal and 
to permanently lubricate pipe joints. It is 
available in 3- and 4-mil calipers; can be 
applied in seconds; conforms to all types 
of pipe threads and fittings, and can with- 


is a 


stand processing temperatures from the 
liquid-oxygen range through that of super- 
heated steam. The tape is not affected by 
oil traces or other lubricants in the steam 
line. It is available in 36-yd rolls in '4-in. 
to 8-in. widths. Minnesota Mining & Man- 
ufacturing Co., Dept. RLC, 900 Bush ave., 
St. Paul 6, Minn. 


Abrasion- 
Resistant Coating 


Turco Fabrifilm is a solvent-or-alkali re- 
movable coating for in-shop protection of 
metallic and non-metallic surfaces during 
storage, forming and fabricating opera- 
tions. It is said to offer the protection af- 
forded by the use of zinc chromate primer, 
without the difficulties of removal. It is de- 
signed especially for use in mass production 
and is applied by spray upon receipt of raw 
stock. The coating is allowed to remain on 
the surface during forming and fabrication. 
It is then easily removed during subsequent 
cleaning. No special drying procedures are 
required. Standard Turco Fabrifilm is blue; 
Natural can be dyed to any color code. 
Turco Products, Inc., Dept. RLC, 6135 
South Central ave., Los Angeles 1, Calif. 
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Diesel 
Temperature Regulator 


Switchers equipped with Ogontz diesel-en- 
gine temperature regulators are said to op 
erate 30-40 deg warmer than similar en- 
gines without a thermostat—i.e., 160-170 
deg F vs 120-130 deg F in 10-deg weather 
The warmer engine is said to result in a 
clear stack, less oil dilution, warmer cabs, 
and better combustion. The regulators can 
be had in flanged, screwed, plain pipe, or 
pre-fabricated units of various capacities 
Ogontz Controls Company, Dept. RLC 

8029 York Road, Elkins Park, Philadelphia 
17, Pa. 





New Fastener Sizes 
Huckbolt 


in %-in. 4 -in 


and 
nominal pin diameters are now being pro- 
duced in aluminum alloy, mild steel, and 


fasteners 


stainless steel. Tooling for the new sizes 
includes the new Models 504 and 505 hy 
draulic installation tools and the Model 905 
Powerig, a portable hydraulic power unit 
The Model 504 tool has a capacity of 16,- 
000-Ib pull with a 1%-in. pull stroke, and 
will install up to “%-in. mild steel and 5% -in. 
aluminum Huckbolt fasteners. The Model 
505 tool, with a capacity of 33,000 Ib pull 
and a 2-in. pull stroke, will install up to 
(Continued on page 15) 
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NITH ROTH BELLOFLEX* JOURNAL BOX REAR OIL SEALS. 
HERE IS THE ONLY AAR APPROVED REAR OIL SEAL AVAILABLE TODAY! NOW APPROVED FOR 

) CARSETS IN INTERCHANGE, NEW BELLOFLEX SEAL KEEPS OIL IN—DUST, MOISTURE, AND 
CONTAMINATION OUT! IT MINIMIZES HOT BOX TROUBLES DUE TO OIL LOSS, ELIMINATES 
COSTLY RIGHT-OF-WAY CLEAN-UP, KEEPS CARS ON THE TRACK EARNING THEIR KEEP. BELLO- 
LEX REAR SEALS CAN BE INSTALLED RIGHT NOW—NO SKILL NEEDED, NO JOURNAL BOX 
TERATIONS. WRITE OR WIRE FOR INFORMATION TODAY. 


| New, Illustrated Folder 
| gives complete details... how to cut 
| rolling costs, save manhours and oil. 


| Sold and Distributed for Roth Rubber Company by 


=.|| DAVIS BRA!*> “EAM CO. 


|| JOHNSTOWN, PENNE vive A 


BRANCH OFFICES IN: BOSTON, MASS. + CHICAGO, ILL. - CLEVELAND, OHIO +» RICHMOND, VA. - ST. LOUIS, MO. + SAN FRANCISCO, CALIF, 
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WHAT'S NEW IN EQUIPMENT — (Continued from page 13) 





%4-in. mild steel fasteners. The Powerig 
delivers hydraulic power at operating pres- 
sures up to 5,000 psi from 220-volt or 440- 
volt 3-phase electrical input, and will oper- 
ate either installation tool. Huck Manu- 
facturing Company, Dept. RLC, 2480 
Bellevue ave., Detroit 7, Mich. 





Welding Process 


The “Short-Arc” welding process permits 
manual and mechanized welding of thin 
material with what is said to be excellent 
control of the weld puddle. Manual fusion 
welds can be made in .030- to .100-in. met- 
als, such as carbon steel, stainless steel, 
aluminum (.040 in. minimum), copper, 
etc., in all positions and types of joints. 
Linde Company, Division of Union Car- 
bide Corporation, Dept. RLC, 420 Lexing- 
ton ave., New York 17. 





Lightweight Power Drive 


The No. 58 power drive weighs only 73 Ib. 
It has a new spin-torque chuck with en- 
closed round jaws and a sealed, factory-lu- 
bricated gear train with precision hobbed 
helical cut gears and ball bearings through- 
out. Its heavy-duty base with center screw 
permits mounting on bench or stand in any 
position through 360 deg. The tool will 
handle pipe or conduit from % to 2 in. and 
rod and bolts % in. and larger. An optional 





stand has a large cast top with tool slots 
and handhold and folding steel tray. To- 
ledo Pipe Threading Machine Co., Dept. 
RLC, 1445 Summit st., Toledo 4, Ohio. 


Steam Cleaning Liquid 


F.O.-287, a viscous liquid for use in steam 
cleaning machines, is particularly adapted 
for heavy duty cleaning and degreasing of 
painted and unpainted ferrous and non- 
ferrous surfaces. It is non-corrosive to alu- 
minum and is used in the same dilutions as 
powdered products. It is available in 5-, 


30- and 55-gal containers. Fine Organics, 
Inc., Dept. RLC, 205 Main st., Lodi, N. J. 





Composite Screw 


Insul-Screw is a composite plastic screw 
with a metal core. It combines the insulat- 
ing properties of plastic and the strength of 
metal. It is anti-corrosive and can be had 
in a wide range of colors for coding or dec- 
orative purposes. Austin Screw Products 
Company, Dept. RLC, 4873 West Armitage 
ave., Chicago 39. 


Bushing for Plastics 


The Press-Lok bushing for use in plastics, 
wood, or other soft or ductile material is 
made of the same oil-hardening bearing 


steel used in standard bushings. Straight 
serrations on the upper half of the outside 
diameter permit it to be pressed firmly into 
holes. Ex-Cell-O Corp., Dept. RLC, 1200 
Oakman Blvd., Detroit 32. 
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Lightweight Pulling Tool 


The Cherry G-87 lockbolt gun, a light 
weight pulling tool, is an adaptation of the 
Cherry G-85 lockbolt gun. It weighs only 
10% Ib; has a short stroke; develops up to 
11,000 Ib of pull at 100 psi air pressure, 
and can be used at pressures up to 125 psi 
with a corresponding increase in pulling 
power. The gun installs lockbolts from 
3/16 in. through %-in. diameter, including 
the five-groove high break load pin in all 
materials. Cherry Rivet Div., Townsend Co 
Dept. RLC, Box 2157-Z, {na, Cal 


Santa 





Preassembled Fastener 


A preassembled metal fastener, the Tenz- 
Nut, combines the effectiveness of a spring 
washer with a standard hex nut in a single 
unit which can be hopper fed on automated 
assembly systems. Reactive spring pressure 
is achieved by the use of a cupped-type 
washer. The spring washer is free to turn 
on the Tenz-Nut, yet it is firmly attached 
to the nut and will not come off. The nuts 
are flared on the “washer” end and “fun- 
nel” onto threaded bolts and studs. The 
cupped-type washer can be filled with mas- 
tic and used as a sealing washer where a 
liquid-tight assembly is desired. Sales De- 
partment, Reliance Division, Eaton Manu- 
facturing Co., Dept. RLC, Massillon, Ohio. 
(Turn to page 60) 
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A Revolutionary New 
Premium-Type Car Oil to Help You 
Cut Costly Delays Due to Hot Boxes 


Field and Laboratory Tests Prove that 

Sinco Car Oj// #355, Compounded from Natural 
High Quality 100 Plus V.I. Oils (No V./. Improver), 
Gives You Important Advantages. 


Rohe 
= p> All-weather protection — will not congeal in cold weather nor thin out under heat. 


Better oil cushion between bearing and journal. 
More rapid flow through waste or pad to guarantee instant lubrication. 


Anti-rust and oxidation inhibited. 





For additional information, contact Sinclair Refining Company, 
Railway Sales, 600 Fifth Avenue, New York 20, New York. 
Chicago + St. Louis » Houston. 


Sinclar Railroad Lubricants 


| 
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GENERAL ELECTRIC SHOWS HOW YOU CAN... 


Reduce your locomotive 
gear maintenance costs 


SRE ts Ss 


FOUR DANGEROUS SYMPTOMS of gear wear can be seen above: 
Metal fatigue results from repeated and long-term load application; 
pitting results from heavy overloads and inadequate lubrication; high- 


GENERAL ELECTRIC LOCOMOTIVE GEARING is as ac- 
curately constructed and thoroughly tested as the 
finest of machinery. Check your gears at regular inter- 
vals to prevent them from becoming a total loss— 
damaged beyond repair. Not only will damaged gears 
take your locomotive out of service for gear replace- 
ment, but defective gearing often causes traction 
motor failures. 


That’s why you can save maintenance dollars if 
you keep a careful watch on the involute tooth pro- 
file. When your gearing starts to show excessive devi- 
ation from profile, vibrations produced will damage 
your equipment. As soon as profile deviation enters 
danger area shown on chart above, it’s time to let 
G.E. save your axle gear through expert reprofiling. 


> 


SCORING 





temperature metal-to-metal contact through poor lubrication causes 


scuffing; tooth surfaces become scored by particles of foreign matter 
in the lubricant. 


MATERIALS AND PROCESSES SPECIALLY DEVELOPED 
for transportation equipment are used in manufac- 
turing your gearing. Proper heat treatment assures a 
tooth surface hard enough to withstand long periods 
of severe abrasive conditions—yet tough enough to 
absorb repetitive, high-impact loads. This helps re- 
duce failures and resulting down time for your loco- 
motive. The steel used is a forged, heat-treated carbon 
steel which provides a hard exterior tooth, blending 
gradually into a tough, softer, but more flexible core. 


STRONG, DEPENDABLE GEARS AND PINIONS form 
the heart of the locomotive transmission system. The 
smooth and uniform transmission of driving power 
from traction motor to axle demands gearing that can 
stand up to the continual punishment of heavy loads 


Progress /s Our Most /mportant Prodvet 


GENERAL ELECTRIC 
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EXCESSIVE 
VIBRATION > 


NORMAL MARGINAL 


AREA 





CHART AT RIGHT shows when your 010~ 


gears and pinons are becoming dan- 
gerously worn. If the tooth profile has 
deviated too far from its true con- 


(DANGER 
AREA) 


figuration, there will be excessive 
gear-induced vibration. Prompt re- 


DEVIATION FROM TRUE 
GEAR TOOTH PROFILE 


profiling will save your gearing and 
motor components for many more 
miles of productive service. 














GEAR-INDUCED VIBRATION 
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TYPICAL 
WEAR 
PATTERNS 


HARDNESS 
PENETRATION 
AREA 




























CONTINUOUS 
ROOT 
FILLET 





RED AREAS SHOW typical wear patterns on this profile view of G-E FINAL CHECKS LIKE THIS ONE— using portable involute profile 

gear tooth. Hardness penetration area is a layer of extremely durable, checker—help inspection of tooth profile accuracy. 

heat-treated carbon steel. Continuous root fillet reduces tooth 

breakage. 

at high speeds, often combined with sudden starts Gee a ae ae ee eee 


and stops. To help achieve this high level of perform- 
ance, the General Electric-designed long and short 
addendum tooth form and continuous radius fillet 
provide more strength and longer life. Special pro- 
tuberance hobbing techniques help to eliminate the 
danger of grinding cracks in the roots. Special heat- 
treating techniques also provide a uniform, hard over- 
layer of steel—containing the desirable compressive 
residual stresses. G.E.’s manufacturing “know-how,” 
coupled with these advances, helps produce a longer- 
lived gear to handle today’s heavier loads. 


Section B128-67, General Electric Co. 
Schenectady 5, New York 


Please send me enlarged version of ready-reference Gear Mainte- 
nance Chart (showing types and causes of gear failure). | understand 
that | am incurring no obligation by mailing this coupon. 


NAME 





POSITION ___ 





COMPANY. 





‘ADDRESS 





When you're thinking of NEW gearing—or resur- 
facing your old G-E gears—contact your nearest Rail- 
road Regional Parts Center or Locomotive Builder. 
Investigate G.E.'s expert reprofiling service now— 
before your gears and pinions become too badly worn. 
General Electric Company, Locomotive and Car Equip- 
ment Department, Erie, Pennsylvania. 


CITY — ——a STATE 


Progress /s Our Most Important Product 
GENERAL @ ELECTRIC 
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MAGNUS LUBRICATOR PADS 











MAGNUS OFFERS THE 


TRULY ECONOMICAL SOLUTION 


to the freight car HOT BOX PROBLEM 





Magnus Lubricator Pads and R-S Journal Stops 


increase miles per hot box ten times 
provide uninterrupted 
pie without the need for any major capital 
journal lubrication ; , 
investment —give low-cost solid bearings 


far better performance and economy 


than was ever possible before 


Macnus Lusricator Paps wick more oil —hold more oil 
—stay in firm contact with the journal at all times. Each 
one-piece twin lobe pad holds more than 21% times its 
weight in oil—better than 5.9 pints for the 6” x 11” size. 
And 3-way wicking carries the oil to the journal circum- 
ferentially, internally and by center feed. Firm contact is 
assured by permanently resilient flat springs positively 
retained in position inside the felt-backed duck cover. You 
get constant journal contact —winter and summer —and 


minimum pad displacement even in coldest weather. 
and R-S JOURNAL STOPS 


stabilize the entire Macnus R-S Journat Stops have proved their ability to 


journal box assembly cut hot boxes 90 per cent, double bearing life, reduce 
wheel flange wear and virtually eliminate dust guard dam- 
age. By preventing excessive fore-and-aft movement of the 
journal within the box, they give the low-cost solid bearing 
a chance to work at optimum efficiency, not just part of 
the time, but all of the time—even under severe impacts 
from humping and braking. Journal Stops can be easily 
installed on any freight car, new or old. And they increase 
new car costs less than 2% —pay for themselves in less 
than 3 years! 





For complete information, write to Magnus Metal 
Corporation, 111 Broadway, New York 6, or 80 
E. Jackson Blvd., Chicago 4. 


SOLID BEARINGS a 
R-S JOURNAL STOPS T 
LUBRICATOR PADS 


MAGNUS METAL CORPORATION Subsidiary of NATIONAL LEAD COMPANY 
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Journals Still Major Problem 


AAR Mechanical Division considers methods 


A one-year extension of the date for 
mandatory application of journal lu- 
bricators to January 1, 1961, proved 
to be one of the most important actions 
taken at last month’s 32nd annual 
AAR Mechanical Division meeting. 
At the same time, the Lubrication 
Committee presented the Chicago ses- 
sion with a more rigid specification for 
lubricating devices. 

The General Committee reported 
that at the end of 1958 there were lu- 
bricators on 28.6 per cent of the freight 
cars owned by AAR members — on 
30.6 per cent of the railroad-owned 
cars and on 15.1 per cent of the private 
car line cars. The General Committee 
issued a policy statement on lubri- 
cating devices: “On the basis of reports 
submitted by the majority of railroads 
represented on the committee show- 
ing improved performance of cars 
equipped with lubricating devices over 
cars equipped with loose journal-box 
packing, there should be no change in 
the present policy concerning the ap- 
plication of journal lubricators.” 

E. S. Marsh, president of the Santa 
Fe, told assembled mechanical officers 
that the hot-box continues to be to- 
day’s biggest operating problem. “A 
satisfactory solution to that problem 
at reasonable cost . . . is probably the 
greatest single challenge before you, 
the suppliers, and the people engaged 
in research, he said. 

“Although many experiments have 
been made with oil specifications, con- 
trolled clearances, journal lubricating 
devices and other arrangements, the 
old-age problem becomes more acute 
and of more serious consequence to 
dependable operations. The facts are 
that the figures show a worse perform- 
ance in 1958 . .. than the industry had 
five years ago. [Santa Fe] figures show 
a poorer performance than we had 18 


to improve today’s freight train performance 


or 20 years ago,” said Mr. Marsh. 

“It well may be a case where engi- 
neering and research have not kept 
pace with modern transportation. The 
roller bearing appears to be the nearest 
approach to elimination of hot boxes, 
but the roller bearing is a very expen- 
sive item.” The Committee on Journal! 
Roller Bearings reported that 14,000 
car sets of roller bearings have been 
applied or ordered so far this year, and 
that there were 45,965 car sets of bear- 
ings under freight cars at the end of 
1958. 

In today’s competitive situation, W. 
M. Keller, AAR vice-president re- 
search, said, “It is imperative we gen- 
erate more ton-miles per train hour 
than ever before. Better cars and loco- 
motives will help to accomplish this. 


Better equipment results in fewer en 
route delays . . . It is my observation 
we are much shorter on money than 
we are on good ideas. If we had more 
money to spend on repairs, the im- 
portance of how we accomplish our 
goals would be less important.” 

J. W. Corbett, vice-president of the 
Southern Pacific, told how more effi- 
cient M/E operations could produce 
much-needed cash. He urged study of 
the following “lucrative sources of 
savings and cost reductions:” Release 
of outmoded property for productive 
purposes; minimizing non-productive 
man-hours; reducing material waste; 
improving quality of workmanship; 
assuring better supervision to get best 
use of manpower, and increasing the 


availability of rolling stock. (over) 






MECHANICAL DIVISIO * 





E. S. Marsh, president of the Santa Fe, told of inflation's effects on railroads. He urged liberalized 
railroad depreciation allowances and termed recent increases in railroad payroll taxes ‘“‘an en- 
forced contribution of at least $60 million per annum for political purposes." He challenged all 
mechanical men to improve performance of the present solid bearing assembly. 
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P. A. Hollar 





J. W. Corbett 





W. M. Keller 


P. A. Hollar, AAR vice-president, paid tribute to late R. G. May, AAR vice-president originally 


scheduled to speak at meeting. 
regulation."’ 


Mr. Hollar attacked ‘‘strangulation of excessive government 
J. W. Corbett, Southern Pacific vice-president, urged ingenuity on part of me- 
chanical officers in developing new methods and facilities. 


W. M. Keller, AAR vice-president— 


research, called for changes in car design and said, ‘‘We would have more money for better 


equipment and research if we were not plagued with outmoded labor practices." 


Registration 


showed 603 railroaders and 598 supply men. Meeting in 1960 will be held in San Francisco at 
Jack Tar Hotel; dates will be June 14, 15 and 16. 


ICC Commissioner H. G. Freas told 
of Commission concern about the con- 
dition of the freight car fleet. While 
the bad order ratio dropped from 9.2 
percent in March to 8.1 in June, “the 
reduction is not due altogether to a 
greater number of car repairs but is 
attributable in large part to heavy car 


Lubricator Problems 


More rigid specifications for journal lu 
bricating devices, changes in the lists of ap- 
proved components for the journal box as- 
sembly, and continued work on improving 
the performance of the solid bearing assem- 
bly were reported by the Committee on 
Lubrication of Cars and Locomotives. 

During the ensuing discussion, C. M. 
House, GM&O, took exception to the man- 
datory nature of the current lubricator pro- 
gram because it involves the use of devices 
not “thoroughly proven.” He cited the ap- 
plication of two “conditionally approved” 
devices to 275,000 cars — devices from 
which all approval has now been withdrawn 
He also mentioned the poor performance 
indicated by AAR hot box statistics. Mr. 
House stated that the spring plankless 
freight car truck is a primary cause of jour- 
nal difficulties because of an inherent lack 
of alignment between the two side frames 
and consequent bearing trouble. “We have 
learned,” he stated, “that the roller bearing 
is the only proven device that will cure hot 
boxes despite the inherent faulty design of 
the AAR truck.” 

A. J. Schulte, chairman of the Lubrica- 
tion Committee, answered Mr. House’s ar- 
guments. Mr. Schulte said his road—the 
Santa Fe—and others had studied the two 
basic truck designs along with the GM&O. 
He said the AT&SF study showed as many 
broken bearing lugs on trucks with spring 
planks as on the plankless trucks, indicating 
that the plank does not protect the bearing. 
He stated that if broken lugs are an indica- 
tion of trouble, it can’t be major because 
only three percent of 10,000 scrap journal 
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retirements,” he said. “Let’s hope 
what the industry as a whole is doing 
is not too little and too late.” 
Speakers urged faster, more reliable 
freight train operation. Following re- 
ports by Mechanical Division com- 
mittees show many of steps being 
taken to assure this type of service. 


Not All Solved 


bearings returned to manufacturers showed 
broken lugs. He said lug location deter- 
mines the amount of breakage. 

Mr. Schulte said the Santa Fe is applying 
roller bearings to all new cars, but that it is 
imperative to find something for existing 
equipment. Journal stops are one answer. 
He said lubricators showed a 3-to-1 better 
performance over waste generally, and said 
the Santa Fe finds improved performance. 

E. Wynne, chief of motive power and rol- 
ling stock of the Canadian National, stated 
that the CNR has some doubts about the 
performance of spring plankless trucks 
under high speed and heavy load conditions. 
He said that they have submitted this prob- 
lem to the National Research Council of 





Canada for an impartial engineering analy- 
sis. Mr. Wynne called for a lubricator speci- 
fication even more rigid than the one sub- 
mitted by the Lubrication Committee at the 
meeting. 

Mr. Wynne said that there are a number 
of lubricators giving very poor performance 
and that drastic steps should be taken to 
get them out of service. He said the specifi- 
cation should set the oil feeding rate, the 
free height for new and reclaimed lubrica- 
tors, and a force necessary to compress them 
to 3-in. 

Among changes proposed in the new 
specification presented are: 

e Inclusion of date of manufacture on iden- 
tification tag; 

eStandards for attachment 
loops where used; 

e Specific oil retention, wicking, resiliency 
and dimensional characteristics. 

Mr. Wynne said some lubricators give the 
CNR a performance over ten times better 
than loose waste and that some actually per- 
form more poorly than waste. He said the 
specifications need “teeth.” C. W. Kimball, 
Southern, said his road has half its cars on 
lubricators. The Southern has a hot box 
about once each 100,000 miles with waste 
packed cars and the figure for cars with 
lubricators is in excess of 2,000,000 miles. 

Mr. Kimball asked that steps be taken to 
make roads stop using the AAR reclaimed 
lubricator height gage at repair tracks. Mr. 
Schulte said the device is not intended for 
checking and condemning pads as they are 
removed from cars, but is to be used only 
after reclamation. 


of wicking 


Journal Stops 

Mr. Kimball said that if every car was 
equipped with axle stops, most hot boxes 
would be prevented regardless of the lu- 
bricating medium. J. T. Daley, Alton & 
Southern, told of his road’s work with a 
simplified journal stop. The Committee re- 
ported “encouraging” performance with 
journal stops. Six types have been author- 
ized for use in interchange service, and 
others submitted for approval. 

The Committee reported that there is a 
study being made of the use of packing re- 
tainers with lubricators. From the floor 
came a suggestion that any lubricator be 
banned if it required a retainer to keep it in 
place. Mr. Schulte said that field studies 
had so far shown no advantage in using 
retainers for this purpose. 


Roller Bearing Installations Grow Rapidly 


With 14,000 car sets of freight car roller 
bearings ordered or applied in the first half 
of 1959, it is becoming evident that railroads 
are having less difficulty in justifying appli- 
cations to new cars. The Committee on 
Journal Roller Bearings reports that there 
were roller bearings on 39,228 freight cars 
at the end of 1957 and on 45,965 cars at the 
end of 1958. 

The Committee has approved conditional 
certificates of approval for the following 
freight car roller bearings: Timken Heavy- 
Duty Type AP, Hyatt Hy-Roll; Canadian 
SKF; and SKF Expediter General-Purpose. 
The Brenco bearing, a type submitted re- 


cently without prior road service, will be 
operated on up to 100 cars for two years 
before conditional approval will be con- 
sidered by the Committee. 

Manufacturers have been asked to study 
the cocking of adaptors in integral and pede- 
stal side frames with the aim of altering the 
design to prevent displacement. The sur- 
faces of pedestal side frames which bear on 
the adaptors should be smooth and true to 
prevent off-center loading, the Committee 
also warned side frame manufacturers. 

P. C. Dunn, assistant general manager- 
mechanical of the Boston & Maine, said his 
road has had derailments aggravated by 
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having roller bearing assemblies come out 
of the side frames. He urged manufacturers 
to study solutions for this problem. 

Mr. Dunn said it is B&M policy to expand 
its present 32 percent of total freight car 
ownership on roller bearings, already the 
highest percentage for any major road. The 
Atlantic Coast Line has about 25 percent of 
its cars equipped now, it was reported. E. 
Wynne, Canadian National chief of motive 
power and rolling stock, affirmed his belief 
in the future of the roller bearing. 

In its report the Committee mentioned 
difficulties encountered with some Hyatt 
bearings and stated that an improved de- 
sign would be applied to 1,000 cars in inter- 
change service. M. A. Pinney, Pennsyl- 
vania, discussed the present freight car rol- 
ler bearing assembly. He said that original 
heavy-duty freight car bearings were rated 
by manufacturers at 900,000-mile life. 

Economic pressures made necessary the 
redesign of the bearing, Mr. Pinney said, 
and today’s smaller unit is rated as having 
a 500,000-mi. life. The design involves 
making the outer race form the housing, and 
reducing the roller size. The resulting as- 
sembly has a more limited grease capacity 
and has seals at both ends because the cap is 
attached to the axle end rather than to any 
housing. 

The original heavy-duty assembly has 
been withdrawn and narrow pedestals make 
it impossible to use large bearings, Mr. Pin- 
ney said. The problem involves high-mile- 
age cars with today’s package bearing as- 
semblies. 

On the ordinary freight car averaging 
17,000 mi. per yr, bearings rated at 500,000- 
mi. life will last about 30 years. One-wear 
wheels on these cars last seven to nine years, 
assuring removal (and inspection) of bear- 
ings several times during the 30-yr period. 

On piggyback cars operating 75,000 mi. 
annually, the 500,000-mi. bearing will have 
only a 7-yr life. The multiple-wear wheels 
applied to these cars may last too long to 
insure adequate bearing inspection during 
this interval. Mr. Pinney concluded that 
on high-mileage cars, the wide-pedestal 


truck and larger bearings requiring greater 
initial investment could be justified if they 
are available. 








Controlled temperature room for tests from m 
130 deg was installed in Mechanical Laboratory at AAR Center. 


inus 50 deg F to plus 


Optimum Wheel Loads Established 


The Joint Committee on Relation Be- 
tween Track and Equipment and representa- 
tives of the Committee on Wheels have rec- 
ommended for economical rail life that the 
total maximum load per wheel on the rail 


for all new cars and locomotives be as 
follows: 
Wheel diameter, Maximum wheel 
in. load, Ibs. 
33 26,400 
36 29,200 
38 31,200 
40 33,000 
42 34,900 


Special cars for heavy loads will be ap- 
proved by the AAR Mechanical Division. 
These recommendations will be submitted 
to letter ballot. 

C. J. Code, assistant chief engineer— 
staff of the Pennsylvania and chairman of 
the Joint Committee, showed the meeting 
the effects of high wheel loads on rail fail- 
ure, based on PRR tests. He stated that the 
loaded 70-ton hopper car was the prime 
offender in causing metal flow in the rail 
head—evidence of stress beyond the elastic 
limit. He said it cannot be solved by stiffen- 
ing the rail sections, but can be alleviated by 
making rail-head profile conform to that of 
a worn wheel. 

No PRR diesel units exceed the 
limits set by the Committee. It was ex- 
plained that the loading ranges from 800 Ib 
per inch of diameter for the 33-in. wheel to 
831 lb. per inch for the 42-in. wheel. Dur- 
ing discussion of the Tank Car Committee 
report, representatives of Union Tank and 
General American said they were concerned 
about these wheel load limits with respect to 
recently-introduced 22,000 gal. (90-ton) 
tank cars. Change from 33-in. to 40-in. 
wheels would increase the first cost of these 
cars, making higher rates necessary, and 
also would raise the center of gravity. It 
was pointed out that exceptions would be 
allowed, and that one solution would be 
use of six-wheel trucks. 

Standardization of one tread and flange 
contour for steel wheels used under loco- 
motives, passenger cars and freight equip- 


load 
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Feed testing machine with automatic oil collector will play role in 
testing lubricators at AAR Center, Director G. H. Newcomer said. 


ment is favored by 26 of 31 member roads 
surveyed. There was a difference of opinions 
as to how this should be accomplished. One 
suggestion, the use of the one-wear flange 
on diesel wheels, would create problems of 
brake hanger and gear case clearance, and 
would require redesign of flange type brake 
shoes. Worn flanges with the one-wear con- 
tour on diesels and passenger cars may pro- 
duce rough ride. Studies will be continued. 

The committee has recommended Inter- 
change Rule 76 be modified to require use 
of the steel wheel gage for flange height de- 
terminations on all cast steel wheels having 
a flat surface on the back face of rim. The 
modified tread-worn-hollow gage will be 
used only on the original Type A design 
without the flat gaging surface. 

The Joint Sub-committee on Standardiza- 
tion of Wrought Steel Wheels has suggested 
elimination of wheel designs E-33, C-36, 
CX-33, GX-33, AX-36, HX-36, MX-36, 
AX-42 and AX-45 from Section G of the 
Manual. 

The committee reports a continuing satis- 
factory performance of Type A cast steel 
wheels manufactured to Specification 
M-208-58, and no removals of the type B 
wheel manufactured to the revised specifi- 
cations (reduced carbon content and single 
1:20 tread taper). Since May 1958, approxi- 
mately 50,000 of the modified type B wheels 
have been manufactured and shipped 

The Committee on Wheels, with other 
interested groups, is continuing to follow 
the progress being made in ultrasonic in 
spection of axles under freight cars. One 
railroad plans to check all journals received 
in interchange in the receiving yard. Jour- 
nals will be inspected each six months and 
a combination number and color code sys- 
tem will be used for identification 

The numerals 1 through 6 will be sten- 
cilled on the side frame at the lower end 
of the spring column nearest the car end. 
Ihe color code will be white for the first 
six months and yellow for the second six 
months. Numerals | through 6 will desig 
nate the month in each six months period. 
This member road has detected 84 cracked 
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S. M. Houston, Mechanical Division chairman, 
received gavel from W. C. Brown, president 
of Railway Electrical and Mechanical Supply 
Association, at opening session of 1959 meet- 
ing at Chicago's Hotel Sherman. 


axles out of 4,675,900 journals inspected 
as of April 1, 1959. Ultrasonic equipment 
is now being used regularly by all manu- 
facturers of wrought steel diesel locomotive 
wheels. The committee reports shattered 
rim failures have declined considerably in 
recent years. 

C. W. Kimball, chief car inspector of the 
Southern, said his road is the line making 
the Echometer inspections at all interchange 
points. He expressed concern about the fact 
that wheels which had to be scrapped be- 
cause axles were “suspect” were chargeable 
to the Southern. He asked that 
changed so his road’s pioneering axle inspec- 
tion would not be penalized. E. V. Myers 
of the Cotton Belt said that the growing 
number of roller bearing applications should 
cause the Committee to proceed slowly in 
expanding the scope of ultrasonic axle in- 
spection. 

The Railway Wheel Association reported 
that the number of cast iron wheels is de- 
creasing steadily. At the beginning of 1959, 
only 38 percent of the freight cars had them. 
It was suggested from the floor that steps 
should be taken to eliminate the cast iron 
wheel more rapidly. 


rules be 


Journal Finish Standards 


The Committee on Axles has recom- 
mended as a letter ballot item that the 125 
microinch maximum machine finish of 
journals in bearing contact areas be changed 
to 200 microinches. No change will be 
made in the 16-microinch finish after roll- 
ing. The Committee on Wheels concurs in 
this action. 

During discussion, H. M. Wood, PRR, 
seid that member roads should make a 
thorough investigation before voting for 
any change. He said that to relax the pres- 
ent standard might produce a poor bearing 
finish. The PRR uses 125 micro-inch finish 
on both car and locomotive axles. P. V. 
Garin, SP concurred with Mr. Wood and 
urged serious study of the proposal. 

The Committee on Axles has recom- 
mended to the General Committee that all 
tubular axles be removed from interchange 
service at owners expense by January 1, 
1962. Member roads report one out of 
three axles going through shop at present is 
being scrapped. 
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Higher Capacities for Draft Gears 


Higher capacity draft gears are becom- 
ing increasingly important. The Commit- 
tee on Couplers and Draft Gears has 
recommended as letter ballot items, two 
new specifications for friction, rubber or 
combination draft gears. Specification 
M-901-D for AAR standard 24-%in. pock- 
et gears and also covering gears for 17-% 
in. and 18-% in. pockets will incorporate 
two major changes. The gear must develop 
not less than 18,000 ft 1b in buff at a reac- 
tion of 500,000 Ib or at a point 0.01-in 
before contact of over-solid stops, which- 
ever occurs first. Second, with a coupler 
horn clearance of not less than %-in., a 
reaction of 800,000 Ib in buff, and 500,000 
lb in draft or at a point 0.01-in. before con- 
tact of over-solid stops (whichever occurs 
first), must be obtained. If the specifica- 
tion is approved, no new type or design of 
draft gear will be tested under M-901 and 
M-901-A. 

New Specification M-901-E is for the 
AAR standard 24%-in. pocket. Draft 
gears to qualify will have a nominal travel 
of 3%4-in. and a minimum capacity of 
36,000 ft Ib in buff, at a reaction of 500,- 
000 Ib or at a point 0.01-in before contact 
of over solid stops (whichever occurs first). 
Use of gears meeting this specification will 
require a coupler having a shank %-in. 
longer than the present E coupler or mod- 
ifications in the draft gear stops. 

Preliminary work is complete and cars 
are available for impact tests of draft gears 
at the Research Center. The gears to be 
tested include standard pocket lengths of 
friction, rubber, combination friction and 
rubber, and the 36-in. alternate standard. 


Evaluation of cushion underframes and 
special cushioning devices will also be 
made. 

The committee has reclassified draft 
gears into two categories—Approved or 
Obsolete. Special cushioning devices for 
application or additional application have 
been approved by the Committees on Coup- 
lers and Draft Gears and Car Construction. 
These include the Welex hydraulic draft 
gear to 100 cars in interchange, the C&O 
floating type center sill arrangement to 25 
cars in restricted interchange and the ap- 
plication of a hydraulic shock absorbing 
underframe submitted by the Santa Fe for 
300 additional cars. 

Work is being done with the Engineering 
Committee of the Standard Coupler Manu- 
facturers to increase the strength of the 
Type E coupler so it will match that of the 
Type F coupler. A coupler using Grade B 
steel has been designed and dynamically 
tested. Certain weaknesses were found in 
the shank and key slot location, attributed 
to metal porosity and inexperience in cast- 
ing of the new section. The remainder of 
the development program calls for the pro- 
duction of a coupler in Grade C steel, and 
an evaluation of each based on strength, 
cost and weight. Preliminary work with 
these couplers and the Type F design indi- 
cates that couplers will stand considerably 
higher stresses in dynamic loading than in 
static loading. 

As a result of finding Type F couplers 
cracked on the inside face, changes have 
been made in this area without increasing 
slack or affecting operation. The condition 
was found to exist on E couplers as well. 


Free Piston Nears Road Test 


Prospects for the road testing of a free- 
piston locomotive in the US, and improve- 
ments in diesel locomotive air compressor 
designs were reported by the Committee on 
Locomotives. The free-piston locomotive is 
the 2,000-hp oil-fired unit under develop- 
ment by Electro-Motive for the past four 
years. It is now undergoing stationary tests 
at LaGrange, IIl., and is expected to begin 
road tests later this year. 

The Model FG-9 unit is reported to have 
a single 2,000-hp, two-cylinder, GM-214 
free-piston engine with matching gas tur- 
bine and D-12 traction generator. It is a 
carbody-type unit, similar to the EMD 
Model F-9, with overall length of 58-ft 
6-in., and estimated weight of 281,300 Ib. 
There will be a four-wheel front truck and 
six-wheel rear truck, but only four traction 
motors. Wheel diameter will be 40 in. Fuel 
tanks will hold 314 gal. of diesel fuel and 
1,100 gal. of heavy fuel. 

Changes in the fuel supply picture and 
development of inexpensive, long-life, tem- 
perature-resistant materials might alter the 
situation, but presently there is little activity 
in the gas turbine field except on the Union 
Pacific. “Should these factors materialize, 
they will probably be the result of develop- 
ments in other fields,” the Committee re- 


ported. “Railroads are largely dependent on 
the initiative of manufacturers in adapting 
new developments in motive power. The 
situation is the result of 15 years of ‘off the 
shelf’ locomotive purchases.” 

The Union Pacific is currently equipping 
its 25 original 4,500-hp gas-turbine-electric 
locomotives and their 24,000 gal, insulated 
tenders with multiple-unit controls so they 
can be operated with 1,750 diesel units. 
This follows tests showing that it was a 
better arrangement to operate a single gas 
turbine leading several diesel units, than to 
operate two gas-turbine locomotives in m-u. 
For tunnel operation, changes in air intake 
on the trailing gas-turbine were necessary 
when the two GTE units operated together. 

In 1958, these 25 turbine locomotives pro- 
duced 10.9 percent of the freight train gross 
ton miles on the UP, and averaged 9,875 
miles per month per active unit. By the end 
of 1958, locomotive 52 had accumulated 
723,849 miles since going into service in 
1952. 

Components for the gas turbines are 
showing the following general service life 
in hours: Compressor rotor and stator 
blades — 14,000 to 16,000; combustion 
chamber components — 4,000 to 10,000; 
turbine buckets and nozzles — 6,000 to 
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25,000. Over a 6-yr period, turbines camé 
out of locomotives on the average of once 
each 9.8 months, but two of the turbines 
have been removed only twice for heavy 
repairs. 

Last year the 8,500-hp gas turbine loco- 
motive began to go into service on the UP. 
Units average 12,409 miles per month and 
have operated in the same territory as the 
older units. 


Nuclear Possibilities 


Nuclear-powered locomotives show little 
potential, the Committee reported. Railroad 
locomotives for general use must satisfy 
high safety standards and must operate on 
the cheapest fuel available. From a military 
standpoint, they should not use a premium 
fuel. 

The Committee quoted a report made by 
a committee of the Society of Automotive 
Engineers: “Preliminary studies of nuclear 
power for locomotives indicate that many 
years of development work will be needed 
to produce practical designs . . . for it ever 
to have possibilities for locomotives. The 
main reasons are: 

e Large size and weight because of shield- 
ing requirements; 

e High cost of fissionable material; 

e Complicated controls and safety hazards.” 

The Denver & Rio Grande Western and 
Baldwin-Lima-Hamilton are continuing 
their feasibility study for such a locomotive 
under contract with the Atomic Energy 
Commission. No new information is avail- 
able on this work. 


Air Compressors 


The Southern Railway has been conduct- 
ing a development project with Ingersoll 
Rand aimed at producing a single-shaft, ro- 
tary air compressor for diesel locomotives. 
Recently, it was reported, Chicago Pneu- 
matic has shown interest in building such a 
machine. 

The goal is to overcome maintenance and 
operating problems existing with present 
piston-type compressors. The only moving 
parts in the rotary machine are the rotor 
and shaft roller bearings. The intake air 
stream is flooded with lubricating oil to give 
a positive seal between the blades and the 
cylinder. After compression, the air passes 
through an oil separator consisting of a se- 
ries of filters and baffles which are said to 
remove practically all of the oil from the 
air stream. This oil then  recirculates 
through a cooling radiator and back through 
the compressor. 

Since July 1958 the Southern locomotive 
with this machine has operated 104,000 
miles without difficulties. Safety devices 
will bring the engine to idle speed if the 
compressor temperature exceeds 225 deg 
F. The machine has shown a performance 
equivalent to that of the Type WXG com- 
pressor at full and idle speeds. Discharge 
temperature at full load is 200 deg., which 
is said to reduce oil-vapor and water-vapor 
carryover. 

Joy Manufacturing Co. is developing a 
piston-type compressor with a magnetic 
clutch for locomotive service, and it is to 
be delivered shortly for testing. The ma- 
chine will be belt-driven to increase its 
shaft speed from 800 rpm to 1100 rpm to 


produce the 250 cfm delivery desired. Dur- 
ing discussion, M. Ephraim Jr. of Electro- 
Motive told of his company’s work in de- 
veloping better locomotive compressors. 


Fuel Investigations 


The Committee on Lubricants and Fuels 
for Diesel Locomotives reported that a sub- 
panel of the oil industry’s Coordinating Re- 
search Council has been formed to make a 
field survey of railroad engines and their 
lubrication. The group has gone to work 
and already has visited one railroad. Seven 
more are to be visited. A variety of oper- 
ating conditions, fuels, and lubricants are 
to be investigated. 

Diesel engines and parts will be inspected 
to determine whether lubrication problems 
exist in connection with deposits, wear, cor- 
rosion and friction. Their first report is due 
at the fall meeting of the Committee on 
Lubricants and Fuels. 

The committee will study the possibility 
of further broadening the range of fuels 
which will operate satisfactorily in diesel 
engines. Because of the increased interest 
in multi-fuel diesel engines, the Coordi- 
nating Research Council has appointed a 
panel to study the ignition quality and com- 
bustion of fuels, including gaseous fuels, 


which might operate in compression-ignition 
(diesel) engines. 

Performance curves, developed from 
tests of six selected fuels in a single cylinder 
CFR engine at the AAR Research Center, 
show significant and consistent differences 
in burning. The fuels fell into definite posi- 
tions regarding exhaust temperature, maxi- 
mum horsepower and fuel consumption by 
weight and volume. A difference was noted 
in the West Coast fuel (35.5 cetane and con- 
siderable sulphur) when filtered. The Mid- 
west fuel (48.1 cetane and medium sulphur), 
when filtered, showed practically no differ- 
ence. 

The AAR has furnished four of these six 
fuels to one of the member roads for check- 
ing to determine if there are similar test re- 
sults between the AAR engine and the full 
scale road test floor engine. In addition to 


AAR test equipment, the SP, PRR, DaRGW 


and Southern have full scale equipment and 
are actively testing fuel and lubricating oils. 
The SAL has full scale engine test equip- 
ment available at Jacksonville, Florida. 

The committee has reported some resist- 
ance to the proposition to limit the range of 
viscosity of diesel lubricating oil to facilitate 
control of dilution and oxidation of crank- 
case oil at maintenance points. Some prog- 
ress has been made and will be extended if it 
can be done without inconvenience. 


48-Month Cleaning Period Successful 


No difficulty in operating under the ex- 
tension of C.O.T.&S. for AB freight brake 
equipment from 36 to 48 months has been 
reported by member roads. Those cars 
authorized to remain in service 60 months 
before receiving periodic brake cleaning 
attention have now been in service 57 to 58 
months. Evaluation of the 60-month test 
period by the Brake Committee later this 
year may determine whether another ex- 
tension is possible. 

Because of the difficulty of maintaining 
legible stencilling on the reservoir for a 
48-month period, the committee has recom- 
mended that the “C.O.T.&S.” and “In-date 
Air Brake Test” stencilling be moved to the 
side of the car. 

A member road suggestion that cleaning 
periods for the various passenger car brakes 
be extended was not acted upon, because the 
committee has no record of operating per- 
formance that would indicate the feasibility 
of such extensions. The committee is con- 
tinuing to improve the single car tests for 
passenger car brake equipment so that fail- 
ure to release can be detected. This can 
reduce problems of sticking brakes, built 
up metal on wheel treads, and slid-flat 
wheels. Variations in brake pipe volume on 
passenger cars due to differences in car 
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length have prevented acceptance of de- 
velopments to date as sufficiently reliable 
for general use. 

The sub-committee, AAR Research labo- 
ratory, and manufacturers are continuing 
studies of leakage in air hose couplings and 
of improved materials for air hose gaskets. 
Couplings which have ring inserts, incorpo- 
rating the gasket groove, and are made from 
stainless steel, aluminum and fiber glass are 
being studied. Various anti-corrosive surface 
treatments for extending serviceable life of 
the gasket groove are being tested with 
promising results. The committee believes 
that a material specification should be 
drawn up to control the production of ai 
hose gaskets on a competitive market. A 
gasket must be developed to withstand a 
temperature range of minus 50 to 200 deg 
to assure freedom from brake pipe leakage 
under extreme weather conditions. 

While a standard has been approved for 
the location of angle cocks on freight cars 
equipped with Types E and D couplers, 
none exists for the F coupler. Some twenty 
applications with no common pattern are 
in service and apparently are working satis- 
factorily. The committee believes that 
losses to the railroads in burst hose partings 
and undesired brake applications justify a 
full scale study and suggests the problem be 
assigned to AAR mechanical research for 
development. 


AC Brake Application 


A request has been made by a member 
road to equip 50 new baggage cars with 
AC-1B brake equipment and composition 
shoes, proposing that approval be progressed 
so these items may be adopted as an alter- 
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nate standard for passenger equipment in 
interchange. Referred to the General Com- 
mittee, approval was given for the test ap- 
plications. Reports of service performance 
are to be made. There has not been suffi- 
cient service experience so far with the 
composition shoe to warrant any considera- 
tion of this item as an alternate standard. 

The Power Brake Law of 1958 requires 
that when a freight car having brake equip- 
ment not due for periodic attention is in 
shop or repair tracks, the brake equipment 
must receive single car test, provided such 
car has not been tested within the previous 
90 days. Since definite time limits have 
been established by law, the committee be- 
lieves this requirement is a burden on some 
railroads and an average charge for this 
work should be established and included in 
the Interchange Rules. 

A modification of the old style AB brake 
cylinder non-pressure head to include inte- 
gral return spring guide has been approved 
by the committee and can now be used as 
an alternate standard for new 
cars. 

Letter ballot items include the deletion of 
the double lip gasket shown as an alternate 
air hose gasket from specifications M-602- 


and rebuilt 


51, and revision of pages E-35, -36, -37 and 
-38 covering automatic slack adjusters for 
freight cars. Plates establishing limiting 
outline dimensions of automatic slack ad- 
justers in each group classification are now 
ready for the manual (RL&C, May 1959, 
p 44). 


Geared Hand Brakes 


The Committee on Geared Hand Brakes 
has recommended for letter ballot action 
two revisions of Specifications for General 
Hand Brakes. One covering General Re- 
pairs and Reclamation would have the facil- 
ity mark with steel letters and figures the re- 
claimed and tested second-hand brakes so 
as to establish responsibility for such work. 
The other, covering Instructions Regarding 
Certificate of Approval, would definitely 
establish the number of geared hand brakes 
to be selected and tested for approval. 

Specified methods of securing hand 
wheels on geared hand brakes may be re- 
vised. The committee has authorized vibra- 
tion tests at the AAR laboratory to deter- 
mine the relative security of the various at- 
tachments and hopes to have the 
evaluated before next year’s meeting. 


data 


Piggyback Pattern Begins To Develop 


A pattern for the future of piggybacking 
is beginning to develop, the Committee on 
Car Construction reports. While still too 
early to be outlined rigidly, present indica- 
tions are that three methods for handling 
trailers and five methods for handling con 
tainers are becoming accepted. 

For complete trailers, there are the ACF 
retractable trailer hitch, the Clejan system, 
and the stands and wheel blocks with chain 
or cable tie-downs. For containers, the fol- 
lowing systems are in use: Pullman-Trail- 
mobile PAT system, Flexi-Van with turn- 
tables, Convert-A-Frate requiring fork- 
lifts, Clejan system, and Clark Mobil-Van 
with fork-lifts. 

New ways of using existing methods have 
developed. Trailer Train has 85 ft cars 
built with two ACF hitches to carry two 40 
ft trailers. Railroads operating Clejan cars 
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have begun carrying common carrier trail- 
ers (with wheels) using detachable axle 
dollies and portable front end stands. Con- 
tainers (without wheels) have been de- 
signed for the Clejan car. In case of the 
Southern Pacific, this has enabled greater 
use of the Clejan car and return to general 
service of half of the original flat cars using 
load binders and cables. 

The Car Construction Committee reports 
there appears no standardization possible at 
the present time of gondola cars handling 
shipments of steel coils and bundles of flat 
steel. One of the main problems is the 
constant change in sizes of material being 
shipped and in loading methods desired. 
Some shippers want the eye of the coil 
to be vertical; others, horizontal. The three 
section removable roof can be more readily 
standardized, except for individual prefer- 
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ences on locking and stowing. Due to 
heights of coils used, the height above the 
car side varies considerably. Some shippers 
prefer individual hoods, which are much 
cheaper. In some sections of the country, 
covering appears unnecessary. 

The committee recommended to the Ar- 
bitration Committee that floor clips be 
prohibited on flat cars unless alternate 
boards are secured with at least one bolt 
in each end of the board. This will prevent 
floor boards from shifting lengthwise in 
car under impact where loads are held by 
floor clips only. 

A joint meeting of a sub-committee of 
the Car Construction Committee and manu- 
facturers of shake-out devices was held 
to find means of eliminating extensive dam- 
age to hopper cars caused by shake-out 
machines. Items under consideration in- 
clude: 

e An adjustable timing device that could 
be manually set by the operator of the 
shake-out machine to avoid allowing the 
machine to vibrate the car when empty. 

e A study by manufacturers to determine 
if present speed and intensity of impacts 
can be lessened. 

e An educational program by the manu- 
facturers on the proper use of the machines. 
e Assignment by railroads of a mechani- 
cal department man at unloading points 
who would recommend means of reducing 
damage to cars. 


Letter Ballot Items 


The Car Construction report included 
16 letter ballot items. A Committee pro- 
posal that Plate B of the Manual Supple- 
ment be modified by a note requiring that 
the width of cars with truck centers more 
than 41-ft 3-in. apart be decreased brought 
considerable discussion. The same proposal 
was withdrawn at the 1958 meeting. 

H. L. Price of the Santa Fe pointed out 
that for 19 years his road had operated 
60-ft flat cars with a 10-ft 6-in. deck width 
required by farm equipment manufacturers. 
There had been no complications. He pro- 
posed that the action again be withdrawn 
as it was after last year’s meeting. J. A. 
Gower, Pennsylvania, answered that the 
ATSF car design had never been submitted 
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EQUIPPED WITH REMOVABLE 


new series of symbols proposed for car doors. 
for stencilling symbol 3-ft above bottom of door at center line on 
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Letter ballot will call 


CROSSBARS 


Identification of box cars with loading devices will be possible with 


any car 
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METHOD OF MARKING CARS 
EQUIPPED WITH MOVABLE 








or movable bulkhead 





BULKHEADS 
quipped to handle containers or with removable crossbars 
c ittee pr ted methods for shimming cen- 


ter plates; altering journal boxes for sleeve and roller bearings. 
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BRAKE FORCEs.- 


I ~ I \ | , 
BRAKE BALAR LERS 


Eliminate truck distortion . . 


Greatly reduce 


Development of the Wine Brake Balancer 
has proved the solution to unbalanced brak- 
ing forces that develop with the conventional 
truck brake arrangement. 


The Wine Brake Balancer replaces the stand- 
ard dead lever connector and eliminates the 
necessity of the dead lever connector bracket 
on the truck bolster. 


THE WINE RAILWAY APPLIANCE CO., 


JULY, 1959 * RAILWAY LOCOMOTIVES AND CARS 


Instead, the Wine Brake Balancer has brack- 
ets secured to the center sill flange at each end 
of the car, and connectors extend from these 
brackets to the dead levers on the truck. This 
arrangement “balances” the brake forces by 
returning them to the underframe of the car. 
This simple, yet rugged design meets all service 
requirements on any capacity car. Write for 
complete details. 


TOLEDO 9, OHIO 
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for AAR approval, but that similar Sandia 
flats had, and could not be allowed in un- 
restricted interchange. The meeting voted 
to eliminate this item from the 1959 letter 
ballot. 

The journal box assembly received con- 
siderable attention. Manual Page D-IS5A 
showing the self-adjusting bushing for jour- 
nal box hinge lugs would be revised to 
indicate these bushings are to meet require- 
ments of gage GP 4904 and this design of 
gage would be adopted. Drawings illus- 
trating modification of journal boxes on in- 
tegral side frames to accommodate package 
roller bearings or sleeve bearing units, in- 
cluding gages, would be adopted as stand- 
ard. Manual pages D-14, -15, -16, -16A, 
-18 and -20 would be revised to show modi- 
fied design of waste retainer ribs in journal 
boxes. 

Reclamation of No. 3 and No. 15 brake 
beams is prohibited after January 1, 1961. 
Manual pages E-115 to E-121 covering 
specifications for repairs to these brake 
beams would be rescinded. If approved, 
the Arbitration Committee is requested to 


substitution of such reclaimed beams for 
defective brake beams as correct repairs 
for cars in interchange. 

A plate be adopted as Recommended 
Practice illustrating a casting applied to 
corner of hopper cars to eliminate damage 
to safety appliances when cars are being 
moved by car pushers. 

Definition and designating letters for 
“FC” flat car be revised to cover various 
types of Piggyback cars. 

The “Recommended Practice” covering 
“Doors for Box Cars” shown on Manual 
pages C-47 and C-48 would be advanced 
to “Standard,” and Supplement to Manual 
plates 1533, 1534, 1543, 1545 and 1546 
would be revised to show changes at top 
and bottom of doors. To establish manda- 
tory compliance with these specifications, 
the committee has requested the Arbitration 
Committee to add a requirement to Inter- 
change Rule 3 providing that on and after 
(date to be established) no box car having 
side doors or supporting structural mem- 
bers not in compliance with Manual plates 
C-47 and C-48 shall be accepted from the 
car Owner. 


The Safety Appliance Committee has 
been requested by two member roads to 
consider presenting a petition to the ICC 
for removal of running boards and latitudi- 
nal extensions on all types of freight cars 
as being no longer required for safe opera- 
tion of trains. Exception would be on those 
cars where necessary for safe operation of 
roof hatches during loading. 

Top officials of many other railroads 
have endorsed the idea. A plan could be 
worked out over a period of years for elim- 
inating running boards. This would possi- 
bly require relocation of hand brakes to a 
position approximately 5-ft to 8-ft above 
the rail. Relocation of retainer valves so 
they can be reached from ground level is 
already under consideration. 

Officers feel these changes, together with 
modified operating rules and an intensive 
program for safety education, will result in 
greater safety, fewer accidents, and econ- 
omies not possible under existing regula- 
tions. The Working sub-committee of the 
Safety Appliance Committee has been as- 
signed to make a thorough study and de- 
velop a program. 


1960 Rules To Include Many of these Recommendations 


(Principal revisions for Interchange Rules prepared by Arbitration Committee) 


revise Interchange Rules to prohibit the 
Rule 3 

(a-7) Addition of new paragraph: “Air 
brake cylinder release valves, approved 


types, required on all cars built new on and 
after January 1, 1961. From owners.” This 
is to expedite handling of trains through 
terminals and was recommended by Com- 
mittee on Brakes and Brake Equipment. 
Letter ballot item. 

(c-5) Modification requiring either E-24 
or E-24A articulated rotary lock lift as- 
semblies on all bottom rotary-operated 
Type E couplers, because sufficient time has 
elapsed to permit compliance. 

(g) Addition of new note permitting use 
of manufactured or special types of flooring 
in box cars if equivalent to 2-in. wooden 
flooring and approved by Committee on 
Car Construction. 

(j-3) Modification extending date for 
mandatory application of journal Jubricat- 
ing devices to January 1, 1961, results from 
General Committee action. 


Rule 10 

(c-2) Table has been reworded to clarify 
the instructions concerning the 
and substitution of wheels. 
Rule 11 

(f) Addition of new section: “In no case 
shall car owner be charged for two or more 
applications of journal lubricating devices 
if applied within 30 days from initial ap- 
plication of same journal location on same 
road.” This gives owner same guarantee 
for lubricators now provided for journal 
bearings. 
Rule 17 

(c-2) Addition of new second paragraph 
to note preceding “Coupler Substitution 
Schedule” restricting repairs of Type D 
couplers to knuckle, knuckle pin, lock 
thrower, top lock lifter, or hole cap. 

(c-9) Modification of second paragraph 


exchange 


28 


to eliminate riveted yokes, all of which have 
proved to be unsatisfactory. 

(t) New second paragraph would estab- 
lish charges for maintenance of journal lu- 
bricating devices. If removed for any rea- 
son, devices must be replaced, or renewed 
if found defective. 

Rule 20 

(d) Modification to permit use of ap- 
proved shims between top and bottom cen- 
ter plates to adjust side bearing clearances 
and establish clearances between the rim of 
bottom center plate and plate portion of 
top center plate. Car owner will be charged. 
Rule 23 

(b-19) Modification prohibiting reclama- 
tion of knuckles other than those made of 
high-tensile steel because of failures of 
Grade B knuckles. Recommended by Com- 
mittee on Couplers and Draft Gears. Letter 
Ballot item. 

Rule 61 

(b) Addition of sentence reading: “When 
in-date air test is performed, in-date test 
stencilling as shown in Rule 60 must be ap- 
plied.” This will make practice mandatory. 
Rule 66 

(b-2, 3, 4) Modification of three para- 
graphs to provide a basis for handling lu- 
bricating devices from which “Conditional” 
or “Approved for Test” status has been with- 
drawn. 

Rule 75 

(d) Modification of Section and addition 
of new Section (d-1) to clarify intent that 
built-up tread on cast-iron wheels is the 
owner’s responsibility. 

Rule 82 

(d and e) Modification of Section (d) and 
addition of new Section (e) which establish 
more restrictive dimensional limits for the 
remounting of cast-iron or cast-steel wheels 
having chipped rims or flanges. Recom- 
mended by Committee on Wheels. 


Rule 96 

Modification of second paragraph cover- 
ing alternate method of billing, permitting 
use of a simplified “Statement of Repairs” 
form. 
Rule 99 

Modification of first paragraph to encour- 
age retaining approved journal lubricators 
on cars so equipped after such devices have 
been damaged by journal overheating which 
was not serious enough to require replace- 
ment of wheel and axle set. 
Rule 101 

Modification of Item 168-E, “List of 
Journal Lubricating Devices,” giving Acme 
and Spring-Pak the “conditionally ap- 
proved” status; adding Absco, Oilrite and 
Reversi-Pak lubricators to “Approved for 
Test” list; withdrawing “approved for test” 
status from JBS Chenille Roll Packing, 
Stapax, and Waughpak devices; and with- 
drawing both “approved for test” and “con- 
ditionally approved” status from Miller and 
Redipak devices. Status changes approved 
by Lubrication Committee. 
Rule 108 

(a) First sentence altered to read “Ex- 
cept as otherwise provided, no labor shall 
be...” This is followed by a new note after 
Item 33 permitting straightening of certain 
parts on car with authority of defect card 
if straightening cost does not exceed cost of 
complete renewal. Items 10, 17, 21, 22, 24, 
27 and 28 may be handled this way. 
Rule 112 

(5) New paragraph would incorporate 
part of Paragraph 4 and would be expanded 
to cover piggyback flat cars: “Flat cars in 
excess of 200,000 Ib nominal capacity and 
flat cars of any capacity having depressed 
center, well hole, or those designed and 
built new exclusively to handle trucks or 
trailers shall be settled on reproduction cost 
basis.” 
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LEARN AIR BRAKES WITH C 


24-RL Brake Equipment 
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OLOR SCHEMATICS 









Installment IJ 


Pressure-Maintaining Brake Valves 


This is the ninth installment on the 
24-RL Equipment in our Color Sche- 
matics series. For the previous install- 
ments, see page 45 of the April 1958 
issue. 


First Service Cut In 
(Sketch 23) 


At the first service cock in the 
DS-24-M Brake Valve, passage 26a 


is connected to passage 26 through the 
spool valve. These passages are con- 
nected so that air from the first sup- 
pression reservoir, coming through 
passage 26 can be used for temporary 
overspeed suppression with the brake 
valve in First Service position. On the 
D-24-MC type brake valves, passages 
26a and 26 are not connected through 
the first service valve. 

To color Sketch 23, proceed as fol- 
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Sketch 23 
First Service Cut In 


1. Main reservoir air enters the service ap- 
plication portion through passage 30, flowing 
to the space beneath the piston and also 
through a choke in a passage leading to the 
space above the piston and out passage 10 to 
pipe 10 and the Safety Control System. 

2. Feed valve air above the rotary valve into 
passage 14. 

3. Flow continues through the first service 
cock to passage 14a, to maintaining cut-off 
valve, and to the maintaining valve 
portion. 

4. Equalizing reservoir air from passage 5 
flows through the cavity in the slide valve to 
passage 4, and to the rotary valve. 
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TO MAINT. VALVE 
IN EQ. PORTION 


5. It continues through cavity in rotary valve 
to passage 24a. 

6. From passage 24a air goes through the 
first service cock to the reduction limiting reser- 
voir, and also to the cavity in the application 
portion slide valve. 

7. From the slide valve cavity there is flow 
through choke N to Exhaust. 

8. From the first suppression reservoir, it 
travels via pipe and passage 23 to the cavity 
in slide valve. 

9. From the slide valve cavity, air flows to 
passage 22 and to the rotary valve. 

10. From rotary valve, air goes into passage 
26a. 

11. From passage 26a, air travels through 
first service cock into passage 26, which leads 
fo pipe 26 for temporary suppression. 
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lows: With a carmine pencil, fill in pas- 
sage 30, the space below the piston, 
around the slide valve and piston stem, 
including the space between the slide 
valve and piston. Continue through a 
choke in the passage leading to the 
space above the piston. Fill in this 
space and passage 70. Dampen with 
a moist brush and allow to dry before 
proceeding further. 


With the orange pencil, fill in pas- 
sage 2], the space over the rotary 
valve, and passage /4. Continue 
through the first service cock and pas- 
sage 14a (both directions ) . Fill in pas- 
sage 23, and go through the cavity in 
the slide valve, passage 22 and the cav- 
ity in rotary valve—-stopping at the 
point where the cavity meets passage 
26a. Dampen with brush and let dry. 

Using a gray pencil, fill in passage 
26a and go through the first service 
cock and passage 26. With a light 
green pencil, fill in passage 5 through 
the slide valve cavity and passage 4 to 
the rotary valve cavity—stopping at 
the point where the cavity meets pas- 
sage 24a. Dampen and let dry. 


With a dark green pencil, fill in pas- 
sage 24a through the first service cock, 
making sure to fill in the space above 
and below the small check valve. Con- 
tinue through passage 24 and the cav- 
ity in the slide valve to the choke N 
and the passage marked “To EX.” 
Dampen and let dry. 





Automatic Cut-Off During 
Pressure Maintaining 
(Sketch 24) 


With the DS-24-MC Brake Valve, 
the interlock cut-off valve functions 
to actuate an automatic cut-off of pres- 
sure maintaining during penalty brake 
applications, or during train-initiated 
emergencies in which the service ap- 
plication portion is actuated. The serv- 
ice application slide valve in its upper 
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position connects main reservoir air 
from passage 30 to passage 25 and the 
face of the interlock cut-off valve. 
When this valve is forced against its 
spring, it connects brakepipe air above 
the maintaining valve piston to atmos- 
phere via passage 2a. 

The piston spring forces the piston 
up, which allows the check valve 
spring to seat the check valve. Feed 
valve air from passage 2/ is then cut 
off from the maintaining passage /4a. 


When an emergency application is ini- 
tiated by the brake valve, or from the 
train with a locomotive lacking break- 
in-two protection, brake-pipe air is 
vented from the chamber above the 
maintaining cut-off valve piston 
through passage 2a, allowing the ac- 
tion outlined above to take place. 
To color this sketch, begin with a 
carmine pencil and fill in the space be- 
neath the service application piston, 
continuing around the piston stem and 
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Sketch 24 
Automatic Cut-Off During 
Pressure Maintaining 


1. Service Application piston moves upward. 


2. Slide valve connects main reservoir air to 
passage 25. 


3. Air flows via passage 25 to chamber at 
left of interlock cut-off valve. 


4. Valve moves to the right, compressing its 
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spring and cutting off brake-pipe supply to pas- 
sage 2b. 

5. Brake-pipe air flows from the chamber 
above the maintaining cut-off piston past the 
pilot valve piston into passage 2a. 

6. From passage 2a, flow continues through 
the interlock cut-off piston to EX (Exhaust). 

7. Maintaining cut-off piston is forced up- 
ward by its spring. 

8. Maintaining check-valve spring closes the 
check valve, cutting off feed-valve supply from 
passage 21. 
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Sketch 25 
Full Release—Selector 
Cock in MR Position 


1. Selector Cock placed in MR position (with 
avtomatic brake valve in release position). 


2. Passage 2 blanked by selector cock. 
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FROM F.V. PISTON CHAMBER 


3. Passages 32 and 43 connected through 
rotary valve. 


4. Feed-valve control chamber connected to 
exhaust (EX) through passages 32 and 43. 

5. Regulating spring forces diaphragm 
against regulating valve stem and regulating 
valve opens, permitting feed-valve piston (not 
shown) to place feed valve in open position. 





in the space between the slide valve 
and piston stem, through passage 25 
and in the chamber at the left of inter- 
lock cut-off valve. Fill in, with car- 
mine dashes, the space above the 
piston and passage /0. Dampen with 
a moist brush and allow to dry before 
proceeding. 

With a yellow pencil, color in dashes 
the space above the maintaining cut- 
off piston, the passage, the chamber 
below the pilot valve, passage 2a, the 
spring end of the interlock cut-off 
valve, through the center of the valve 
and out the exhaust EX. Dampen and 
let dry. 


With an orange pencil, fill in pas- 
sage 2] and the chamber below the 
maintaining cut-off check valve. Color, 
in orange dashes, passage /4a and the 
space above the check valve. With a 
light green pencil, fill in with dashes, 
passage 5, through the slide valve and 
to the exhaust EX. Dampen and let 
dry. 





Full Release 
—Selector Cock 
in MR Position 
(Sketch 25) 


The selector cock, attached to the 
side of rotary valve seat portion, is 
used to change over from main reser- 
voir full release to controlled full re- 
lease, when desired. The cock is man- 
ually operated to point to MR on top 
of the valve body when main reservoir 
full release is used and to FV (feed 
valve) when controlled full release is 
used. When a blanking pad is used, 
only FV pressure is available in con- 
trolled release position. 


To color sketch No. 24, proceed as 
follows: With a carmine pencil, fill in 
passage from the feed valve piston 
chamber, past the regulating valve, 
through passage 2/, through the rotary 
valve and seat to passage 2 and to the 
selector cock where it is blanked. Go 
over the color with a damp brush and 
allow to dry. 

With a yellow pencil, fill in (in 
dashes), the space around the dia- 
phragm (DIA), passage 32, through 
the rotary valve and seat to passage 
43 and to the selector cock exhaust 
EX. Go over color with a damp brush 
and let dry. 
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For Road and Switcher Locomotives... 


ICC Rule 203 Sets Daily Inspections 


An order issued early in June ended 
42 months of uncertainty over the 
final wording and intent of ICC Rule 
203 specifying the frequency of in- 
spections for road and switching loco- 
motives. Reworded Rule 203 requires 
that each locomotive unit in road serv- 
ice be inspected at least once each 24 
hr, except for those locomotives used 
on through runs of over 24 hr which 
must be inspected at the next crew 
change point beyond the point at 
which the 24-hr period expires. Switch- 
ing locomotives must be inspected at 
least once during each calendar day. 

Ex Parte 203 presentations and 
hearings resulted from a petition filed 
in May 1956 by the AAR questioning 
the “reasonableness and lawfulness” 
of Other-Than-Steam Rule 203 and 
its subsequent interpretations. 

Rule 203 of the Other-Than-Steam 
Inspection Rules, in effect since 1925, 
reads “Each locomotive and tender 
shall be inspected after each trip, or 
day’s work, and the defects found re- 
ported on an approved form to the 
proper representative of the- com- 
pany...” This rule and many of the 
other rules covering diesel and electric 
locomotives have been under revision 
during the past three years. Most were 
the subjects of ICC Ex Parte 174 is- 
sued last year. 

The immediate cause of the contro- 
versy over Rule 203 was a memoran- 
dum of the Director of Locomotive 
Inspection to ICC inspectors on No- 
vember 28, 1955. In this he called 
attention to the fact that “trip” in road 
service meant one way over a division 
or district. All of the provisions of 
Rule 104 (Steam) or Rule 203 
(Other-Than-Steam) were to be car- 
ried out at each terminal where road 
engine crews were changed. An in- 
spection report was to be filed for each 
of these inspections. 

The AAR pointed out that steam 
locomotives had been making runs 
over several divisions for many years 
and that the practice prior to the Di- 
rector’s memorandum was to make 
Rule 104 inspections at the ends of 
such trips and not at intermediate 
points en route. This had also been 





What the New Rule Says... 


Rule 203—Trip or 


(a) Each locomotive unit, when used 
in road service (including belt-line, 
transfer or work-train service), shall be 
inspected at least once every 24 hr, 
except locomotive units operated on 
through runs exceeding 24 hr may be in- 
spected at the next crew change point 
immediately beyond the point at which 
the 24-hr period expires. Each locomo- 
tive unit, when used exclusively in yard 
service, shall be inspected at least once 
during each calendar day. A report of 
the above inspections shall be made on 
an approved form to the proper repre- 
sentative of the railroad, whether such 
locomotive units need repairs or not. 
This form shall show the name of the 
railroad; the initials and number of the 
unit; the place, date and time of the in- 
spection; the defects disclosed by such 
inspection, and the signature of the em- 
ployee making the inspection. If any 
defects exist which constitute a violation 
of the Locomotive Inspection Act, or any 
Interstate Commerce Commission rules 
and regulations thereunder, such defects 
shall be repaired before the unit is again 
used and proper notation made on the 
report to indicate that such repairs have 
been made. This report shall be ap- 


Daily Inspection: 


proved by the designated representative 
of the railroad and shall then be filed in 
the office of the railroad at the terminal 
at which the unit is cared for. 

(b) A record shall be maintained on 
each locomotive, or on each unit com- 
prising the locomotive, showing the 
place, date and time of the last previous 
inspection for each unit. 

(c) Any competent employee may be 
designated by the railroad to make the 
inspections required by this rule. 

(d) Any official or responsible em- 
ployee designated by the railroad may 
approve the inspection report. The unit 
may be used in further service without 
waiting for such approval, provided de- 
fects reported have been repaired as re- 
quired by this rule. 

(e) This rule prescribes the minimum 
number of inspections that are required 
to be made and is not intended to pre- 
vent the railroad from making 
tional inspections. 

(f) The instructions on the approved 
form should not be varied from, nor 
should the form itself be materially al- 
tered. Additional items may be added 
to this form to cover anything the rail- 
road may desire to have inspected. 


addi- 





the practice with diesel locomotives. 

Design and construction of the 
diesel locomotive make it less subject 
to defects. ICC figures had shown 
that between 1946 and 1957 steam lo- 
comotives operated an average of 3,- 
671,174 locomotive-miles for each ac- 
cident attributed to a locomotive de- 
fect or failure. In this same period, 
non-steam units averaged 12,205,228 
miles for each such accident. 

The Commission had for considera- 
tion three different views—the pro- 
posals of its staff, the petitioner, and 
those of protestants. The petitioner 
suggested inspection periods for loco- 
motives used in road service that are 
different from those used exclusively 
in yard service, while the staff pro- 
posal would require each locomotive 
unit, regardless of the type service to 
which it is assigned, to be inspected 
once every 24 hr, but not less than 
once each 500 miles. Protestants, on 
the other hand, urge that inspections be 
made at each crew change point. 
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The commissioners found that an 
“imposition of a requirement that in- 
spections be made at each crew change 
point would interfere with the flexi- 
bility of railroad operation without 
achieving any greater degree of safety 
... We are not unmindful of the effect 
on flexibility of train operation by the 
imposition of a time limit of 24 hr 
which would be too rigid in relation 
to many runs.” 

Although it was investigated, the 
commissioners reported there is no 
practical or economical method for 
imposing a mileage limitation on in- 
spection intervals. 

There was some discussion of the 
iocation at which locomotive inspec- 
tion reports are to be filed. It was 
stated that it is beneficial both to rail- 
roads and ICC inspectors to have 
these these reports at as few points as 
possible—in this case, at the terminals 
where the units are “cared for.” 

The order of the Commission mak- 
ing the revision of Rule 203 effective 
was dated June 2, 1959. 
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N EW Larger friction- 
control surfaces 


Larger angle surfaces on bolster and larger 
shoe equalize wear for longer truck life. 


Wing shoe is 
shell-molded 


Larger areas—plus ASF’s precision casting 
process that results in smoother surfaces 
and closer tolerances. New longer-wearing 
steel, too. 





































N EW... bolster control 


Longitudinal, lateral and rotary movement of bolster 


are under constant control. Ride-Control elements 
stay in proper position for improved ride and in- 
creased truck life. 


Adt 


Ride-Control 





Truck 


.-.. now better than ever 


Here is the biggest step forward in truck design 
since the first of more than one million Ride- 
Control Trucks pointed the way to modern 
freight service. With the improvements pre- 
sented on these pages, the new ASF Ride-Con- 
trol Truck is better built to ride better longer 
and cost less to maintain. 







AMERICAN STEEL FOUNDRIES 


Prudential Piaza, Chicago 1, Illinois 





Column wear plate 
with high weldability 


Steel composition and heat treatment developed for 
wear resistance, yet the plate is readily weldable. 


J bb 


These new features were designed in ASF 
Research Laboratories and tested and proved 
under operating conditions on the ASF Service 
Laboratory Test Train. They are further ex- 
amples which show you how ASF Research 
and Development continues to work to give 
you better products that save you money. 


Canadian Manufacturer and Licensee: International Equipment Co., Ltd., Montreal 1, Quebec 
Other Foreign Sales: American Stee! Foundries, International, $.A., Chicago 





Switch to ‘Roller Freight” 


1959 
1958 





1957 





From 1949 to 1958, ‘Roller Freight” 
cars in service and on order 
rose from 1,522 to 25,265. 





1. Eliminating the hot box problem. That’s one big rea- 2. Better, faster shipments is another big reason why 84 
son why more and more railroads are switching tofreight railroads and other car owners have made the switch to 
cars on Timken® tapered roller bearings. For example, “Roller Freight’. Case in point: to assure getting porkers 
The Quebec, North Shore & Labrador Railway, 100% to market faster and with less weight loss, the Northern 
“Roller Freight’, had only ove overheated bearing Pacific rebuilt 200 special stock cars—“Pig Palaces”. 
in over 300,000,000 car-miles. That’s because Timken They’re all on Timken bearings. With Timken bearings 
bearings roll the loads; there’s no sliding friction. to eliminate hot box delays, they make the run in record 
time. And Timken bearings give smoother rolling, cut 
starting resistance 88%, make jolt-free starts possible, 
help reduce damage to lading. 
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34 First in bearings for 60 years 
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8,862 “ROLLER FREIGHT” CARS 
ORDERED IN FIRST QUARTER OF 1959 


ALMOST 40,000 CARS NOW ON TIMKEN® TAPERED ROLLER BEARINGS... 


8,862 FROM JANUARY 1ST TO MARCH 31ST. 


84 RAILROADS AND OTHER CAR OWNERS NOW USING “ROLLER FREIGHT”. 
EIGHT OF THESE ARE NEW USERS—JOINED SWITCH IN FIRST QUARTER OF 1959. 


PERCENTAGE OF NEW CARS GOING ON TIMKEN BEARINGS ZOOMING... 
ABOUT 53% OF ALL NEW CARS ORDERED IN 1959 UP TO MARCH 31ST. 


BIG REASONS WHY... 





3. Cutting operating and maintenance costs. The Western 
Maryland reports that Timken bearings cut inspection 
time, save lubricant. Another railroad’s Timken-bearing- 
equipped test cars rolled over 288,000 miles each in a 4-year 
period without adding lubricant. In terminals, Timken 
bearings can be inspected in 1/10 the time needed for 
friction bearings, will go 4 years without adding lubricant. 


By using revolutionary production methods such as our 
new Columbus “AP” bearing line, the cost of Timken 
bearings has stayed low while most everything else rail- 
roads use has risen sharply. When all freight is ‘Roller 
Freight” railroads will save an estimated $288,000,000 
a year, or $144 per car, in operating and maintenance costs. 
The Timken Roller Bearing Company, Canton 6, Ohio. 
Canadian plant: St. Thomas, Ontario. Cable address: 
“TIMROSCO”’. Makers of Tapered Roller Bearings, Fine Alloy 
Steels and Removable Rock Bits. 


tapered roller bearings 
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4. Greater return on investment. To get full service from 
their freight cars, car owners are putting more and more 
of them on Timken tapered roller bearings. Trailer-Train 
owners, for one, are 100% “Roller Freight”—and almost 
half of their 1,900 piggy-back cars are on Timken bear- 
ings. They do a year’s rolling in a month. 
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Better, but still not good enough. 
That’s the reaction of three major rail- 
roads to today’s journal lubricator per- 
formance. Their hot-box figures show 
that cars with these devices have, on 
the average, performed three to six 
times better than cars packed with 
waste. Mechanical officers of the 
Louisville & Nashville, Norfolk & 
Western, and Pennsylvania have just 
been surveyed to determine not only 
today’s journal lubricator situation, 
but tomorrow’s prospects for these de- 
vices. 

Not one of the three roads reported 
complete satisfaction with today’s 
lubricators despite the improved per- 
formance they are giving. “We are 
not satisfied because we continue to 
have hot boxes,” the L&N explained. 
“However, our pad performance is 
consistently better than loose waste by 
a five-to-one ratio.” 

“Better performance will be ob- 
tained,” an N&W spokesman respond- 
ed, “as improvements are made in 
pad design and materials . . . The de- 
sign must be such that the devices will 
stay in place . . . Ultimately we may 
have pads that will give four years of 
service.” If prices are then right, it 
might be possible for the N&W to 
scrap lubricators rather than renovate 
them. 

Over the past 40 months, lubricators 
have outperformed waste by a three- 
to-one ratio on the N&W. In 28 
months, the PRR has got six-to-one 
better performance. On April.1, 1959, 
the L&N had 43,848 sets of lubricators 
in service, the N&W had 53,176 sets, 
and the PRR was operating 40,767. 

Standardization with only a few 
types is the eventual goal of all three 
lines. Each has conducted extensive 
trials with new lubricators as they have 
come on the market and will continue 
to do so. Eventually, each will apply 
only four or five standard types after 
gaining more experience in this com- 
plex field. 


Journal Stops 

All three roads give credit to jour- 
nal stops as a method for preventing 
journal movement. But, as the PRR 
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What Lubricators Do for Three Roads 


... What They Must Do in the Future 


expressed it, “We believe that great- 
est return on investment is obtained 
by application of pads. We can apply 
approximately three car sets of pads 
for the cost of one car set of pads and 
stops.” 

On 600 L&N cars fitted with pads 
and stops, there has been only one hot 
box in 9,736 car months. Concludes 
the L&N, “Movement of the journal 
should be restricted to get good re- 
sults.”” This control is essential if back 
seals are to be used, according to the 
N&W, and “without this protection, 
probably no seal can give satisfactory 
performance.” 


Bearing Design 

Currently the N&W is testing flat- 
backed, controlled-clearance 160-deg 
journal bearings under 50-in. radius 
wedges on 100 hopper cars. The bear- 
ing is of pre-war length, which re- 
stricts lateral. The 160-deg contact 
angle on the journal contrasts with the 
120-deg angle of today’s standard 
bearing; the greater contact area may 
prevent movement of the journal rela- 
tive to the box and protect a back seal. 
“Results have been promising enough; 
we plan to continue testing by equip- 
ping 1,000 new 70-ton hopper cars 
with this bearing, lid seals, and several 
types of rear seals,” the N&W reported. 

All three roads report that they con- 
tinue to look for a satisfactory back 
seal. It is conceded that the adoption 
of the 2-in. maximum oil depth in the 
box is a big step toward minimizing oil 
loss even without an effective back 
seal. “We consider the cost of oil loss 
is minor if %2-in. oil level is main- 
tained,” the PRR stated. 





On Our Cover 


Servicing has always played an im- 
portant role in the satisfactory oper- 
ation of the solid journal bearing 
assembly. While lubricators are mak- 
ing some new procedures possible, 
in general, boxes continue to require 
thorough service. Cover photo shows 
a servicing cart used by the Norfolk 
& Western. It carries materials and 
tools to do an adequate job. 











Lubricators in any form are only 
an intermediate solution. “Next step 
will be improvement of the journal- 
box assembly,” the PRR predicted. 


Today’s Solution 


Eventually, sleeve and roller bear- 
ings will play major roles. Here, again, 
economics will be a controlling factor. 
Railroads are not now in a position to 
finance applications of sleeve or roller 
bearings to all cars. Actually, eco- 
nomics and the problems associated 
with the development of effective lub- 
rictors find railroads far from the 
point where it might have been anti- 
cipated that they would be on lubrica- 
tor applications 36 months ago. 

“There is a place for roller and 
sleeve bearings, particularly if they 
can go a longer period without atten- 
tion,” the L&N stated. “Roller bearings 
should go at least four years to agree 
with the COT&S of air brakes on cars. 
The ultimate objective would be the 
application of bearings that require 
checking only at intervals when the 
car would have to be shopped for 
other periodic attention.” 

The N&W has similar ideas. “To 
further improve journal performance, 
a bearing is needed that is of better 
design, more dependable in operation, 
and that will go for longer periods 
without servicing. Ultimately, this may 
lead to roller or sleeve bearings,” the 
N&W concluded. 

It was at the AAR Mechanical Di- 
vision meeting in June 1946 that the 
elimination of loose waste by January 
1, 1960, was proposed and subse- 
quently adopted. Now, with less than 
six months to go until that original 
deadline, only 30 per cent of the 
2,000,000 cars in interchange service 
have lubricators. What to buy and how 
to pay are still not thoroughly resolved. 
Last month’s 1959 Mechanical Divi- 
sion meeting had no alternative but to 
extend the date when waste will disap- 
pear completely from freight-car jour- 
nal boxes. Even when the last waste 
goes, it can be assured that much will 
still remain to be done in solving the 
freight car journal problems. 
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MAGNUS ENGINEERS AUTOMATIC CLEANING 
MACHINES FOR ANY CLEANING OPERATION... 


from tiny injector parts to giant diesel engine blocks 


oo, 
er 


AUTOMATIC CLEANING OFFERS BETTER RESULTS 
AT LOWER LABOR AND MATERIAL COSTS, and 
Magnus, a leader in better railroad cleaning materials 
and methods, offers a complete line of both stock and 
custom-built units to meet the requirements of your 
shop or division. 

Stock units range from 5 gallon Mini-Dip and inex- 
pensive Miji-Lif to large Aja-Lifs and Aja-Dips ... 
Or, if necessary, Magnus will design a custom instal- 
lation specifically for your needs. 


LET US PROVE WHAT AUTOMATIC CLEANING CAN DO FOR YOU! 
Our representatives — without obligation — will survey your shop’s 
operation and outline both the method and type of equipment which 
will serve you best and the actual benefits which you may expect. 

To take advantage of this unique service, you need only contact 
your local Magnus representative or write directly to Magnus, 77 
South Avenue, Garwood, N. J. 


CHEMICAL COMPANY 
MATERIALS 
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DIESEL BLOCKS 
DIESEL PARTS 
TRUCKS & BLOCKS 
FILTERS 
INJECTORS 

PUMPS 

BEARINGS 
JOURNAL PADS, 

.. etc. 








MACHINES FOR RAILROAD CLEANING 





A WORLD-WIDE ORGANIZATION SPECIALIZING IN THE CLEANING AND PROTECTION OF ALL SURFACES. 
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There was no question about the location of the car in the train. 





Fuel Question 


By Ken Wright 


OUR FRIENDS at Big Jim’s shop had 
been noticing and discussing the grow- 
ing use of mechanical refrigerator cars 
on their railroad. More and more of 
the cars were handling fresh produce. 
Increasing volumes of oranges, grapes, 
tomatces, lettuce, cranberries, figs and 
other fresh commodities were being 
moved in the mechanical cars. Word 
had sifted down that the reason for in- 
creased use of mechanical cars for 
perishable loadings was that the qual- 
ity of the produce on arrival was ex- 
ceptionally good. 

Shippers were demanding the me- 
chanical cars. They were getting them 
unless frozen loads were to be moved. 

Our grumbling friend Pete had just 
stepped into the office to speak to Big 
Jim, his boss, when the phone rang. 
Big Jim answered it and turned to Pete, 
saying, “They have a radio report from 
the conductor on Red Ball 4. He said 
that a mechanical refrigerator car in 
his train looks like it is on fire. The 
train crew checked it. The smoke is 
coming out of the exhaust pipe. That 

This is the sixth article in this series, dis- 


cussing the operation, maintenance and trovu- 
ble shooting of mechanical refrigerator cars. 


train will be in here shortly. We'd bet- 
ter get over and check this car.” 

On the way to the yard, Pete was 
doing his usual complaining. Jim 
smiled. He knew that as soon as Pete 
got to the ailing refrigerator car, he 
would stop his grumbling. Jim said, 
“Let’s run through the things that 
could cause this black smoke, so that 
we won't waste any time when we get 
to the car. Black smoke indicates in- 
complete combustion. That could be 
too much fuel, or not enough combus- 
tion air. Which is the most logical to 
start on?” 

“Well, Jim,” Pete responded, “the 
air could very well be restricted in this 
case. Restricted air would affect all 
cylinders equally and would cause the 
engine to slow down. We also could 
find too much fuel being delivered to 
the cylinders. This could be bad in- 
jectors or an actual overload on the 
engine. Overloading is not too likely 
because the load is electrical and the 
electrical circuits are protected by 
fuses or circuit breakers. I’d say that 
the proper place to start is at the air in- 
take. Do you agree?” 

“Yes, that sourtds logical to me” 
replied Jim. As the five-unit diesel 
rolled into the yard with RB-4, there 


was no question about the location of 
the car. It was still sending its column 
of black smoke upward. Jim and Pete 
went to work. 

Along with its smoky exhaust, the 
diesel did not sound as if it was oper- 
ating at its proper speed. They found 
that the car had a General Motors 71- 
series engine. There are no gages 
to tell lube oil or fuel oil pressures or 
engine temperature. Pete complained 
about this, but Jim pointed out that 
such permanent gages and meters are 
not always accurate. 

“Yeah, I know that,” said Pete, “but 
at least, they do give a trouble shooter 
some place to start.” 

Pete pointed out to Jim, as they 
opened the machinery compartment 
door, that this car did not have car 
body filters, so air could not be re- 
stricted at that point. He then went to 
the electrical cabinet and discovered 
that the main fuses were blown. This 
showed that an engine overload 
couldn’t be causing the black smoke. 
There could be no load on the engine 
when the main fuses were blown. With 
no electrical load and with the engine 
speed apparently low, the trouble 
couldn’t be defective unit injectors. 

(Continued on page 40) 
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Copyright 1958—Journal Box Servicing Corp. *Patent applied for 


JOURNAL BOX SERVICING CORP. 
pa ee “30 Years in Car Lubrication” | E 
Eee SALES OFFICE: 332 S. MICHIGAN AVE., CHICAGO 4, ILLINOIS . 
_, . GENERAL OFFICES: 1112 E. KESSLER BLVD., INDIANAPOLIS 20, INDIANA 
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REGIONAL SALES OFFICES: 


ST. LOUIS, MISSOURI ° CLEVELAND, OHIO 
WASHINGTON, D.C. @ KANSAS CITY, MISSOURI 
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Even one injector (one cylinder) 
would be able to keep up engine speed 
at the no-load condition. Excess fuel 
was practically eliminated as the prob- 
lem. That left only a restricted air 
condition. 

Jim thought about this, and said, 
“Don’t you think we should shut the 
engine down, Pete?” 

“Yep, guess we'd better. That black 
smoke isn’t doing the engine and ex- 
haust system any good. All I needed 
was to let it run long enough for me to 
get started.” After the engine was 
stopped, Pete removed the intake air 
cleaner and inspected it for obstruc- 
tions. None were found. Pete then 
asked Jim if he would start the engine 
and watch the exhaust. He wanted to 
check the air flow through the intake 
with the air cleaner removed. 

After the engine was started, Jim 
shouted, “That’s peculiar! As long as 
I held the starting rod out, the exhaust 
was clear. As soon as I released the 
starting rod, it began to smoke again.” 

Pete’s location up in the engine 
compartment made it difficult for him 
to hear. He leaned out and asked his 
supervisor to repeat. Then Pete looked 
at Jim for almost a minute, obviously 
considering every symptom and pos- 
sible causes. “Hey, I think I got it!” 
said Pete suddenly. “It’s trouble in 
the safety control.” With that he 
started loosening the cover on the Fail 
Safe device. 

This mechanism protects the engine 
in case of low oil pressure, high water 
temperature, or overspeeding of the 
engine. It functions to close a damper 
or butterfly in the engine air intake. 
Without combustion air, the engine 
cannot run and therefore stops. When 
the engine is running normally, a catch 
holds the spring-loaded damper in the 
open position. Any one of three pro- 
tective elements will release the catch. 
The spring will then close the damper. 

When Pete removed the cover from 
the Fail Safe unit, he found that the 
catch was not engaged and that the 
damper was apparently closed. He 
asked Big Jim to watch the exhaust 
again. Then he carefully moved the 
operating arm on the Fail Safe back 
towards the open position to where the 
catch would then engage the hook. 
Big Jim reported that the stack was 
then clear. 

“Jim, I was just about ready to ac- 
cuse you of not holding the starting 
rod long enough to allow the hook to 
engage, but I wish you would look 
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here. The hook is just barely catch- 
ing. It looks as if we have two prob- 
lems. One is that the hook is not en- 
gaging securely, and the second is that 
the damper must not be closing all 
the way when it tries to shut off.” 

“Okay, okay; how long is it going 
to take you to fix it?” Jim asked im- 
patiently. “Will we cut the car out, 
or can you fix it here in a few minutes? 
This hot shot doesn’t stay here too 
long.” , 

“Well, Jim, I can’t say for sure; 
but let’s make a guess of, say, an hour 
and a half.” 

With that Big Jim took off for a 
telephone to make the necessary ar- 
rangements. When he came back, he 
was smiling. “That’s a break, Pete; 
all of these front cars are to be cut out 
here for interchange. We have to work 
an interchange inspection on this reef- 
er anyway. It was already lined up to 
come to the shop.” 

“Well good, I think I see what was 
the matter with the damper but I'll 
let that go until it gets to the shop. 
I have replaced the fuses. The refrig- 
eration equipment is working again. 
I think we had better let it run to get 
the car temperature down again. We 
were lucky. It’s cool enough today so 
the load space only went up about 
five degrees.” 

Pete felt that this was such an in- 
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teresting bit of trouble that he used it 
for discussion in his next class session 
at the shop. He explained to the group 
that because the butterfly was slightly 
off center, it was not allowed to close 
completely. This permitted a small 
amount of air to get to the engine. But 
because the air was so restricted, there 
was not enough to even idle the engine 
properly. Because the engine was run- 
ning below its normal speed, the gov- 
ernor had the injectors wide open. 
This resulted in the delivery of excess 
fuel which made combustion even 
worse. Opening the air damper cor- 
rected all these troubles. 

One of the fellows interrupted Pete 
to ask “I’m not as sharp on this elec- 
trical work as I should be, but just 
what part did the blown fuses play?” 

Pete then explained that the re- 
stricted air caused the engine to lose 
speed. This caused the voltage and 
frequency of the alternator to go 
down. Then because the compressor 
and blower motors could not develop 
full speed, current to the motors be- 
came excessive and blew the fuses. 
Pete then pointed out that any time 
they found fuses blown or circuit 
breakers tripped, one of the first things 
that should be checked is engine 
speed. 

Continuing, Pete drew a sketch on 

(Continued on page 56) 
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Protection system for refrigerator car's diesel engine was sihiown in Pete's blackboard sketch. 
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LUBRICATING PAD 
HAS TRIPLE 
CENTER WICKING ACTION 





The Absco journal lubricating pad is the first and only 
pad to be engineered and produced with all the advan- 
tages and characteristics that critical railroad men prefer! 


Positive wicking action. Special twisted loop chenilling 
distributes steady flow of oil over entire journal. Special- 
ly engineered center section provides additional path for 
direct wicking action at shortest distance between free 
oil and journal. Foam neoprene cores provide further 
wicking capacity. 

Resilience. Foam neoprene cores, specially compound- 
ed for high resilience with great resistance to set. The 
compressible chenille loops add to overall resilience. 


Ease of application. Easily installed. No tools required. 
Reversible side to side, top to bottom, end for end. 


Stability. Sturdy fabric retainers resist shifting, even 
at low temperatures. 


Interchangeability. Absco pads fit standard A.A.R, 
journal boxes. No modifications necessary. 











Foam neoprene cores Triple center wicking Chenille loops for 
have both wicking action, direct from bottom _ resiliency, wicking 


and pumping action — of box to journal and distribution 


Triple center wicking action feeds an abundant supply of oil to 
the journal by the most direct path. More oil flows up through the 
neoprene cores and still more wicks up through the fabric panels, 
assuring complete saturation of the chenille cover at all times 











Ease of renovation. Built to withstand roughest clean- 
ing methods. No delicate or heavy metal parts to break 
or tear loose. 


Non-linting. Thoroughly washed and pre-shrunken cot- 
ton wicking material was especially selected for its 
non-linting characteristics. 

Long life. Accelerated life tests indicate durability far 
in excess of the present renovation interval, even under 
extreme service conditions. 

This impressive combination of features and advantages 
is exclusive with the Absew lubricating pad. 
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RAILROAD PRODUCTS DIVISION «+ 530 Fifth Avenue, New York 36, N. Y. 
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SP Adopts Electric Fuel Cut-off System 


A new electrical emergency fuel 
cut-off system, developed jointly by 
Electro-Motive Division of General 
Motors and the Southern Pacific, has 
been applied to 45 recently delivered 
GP-9 locom:\tives to be equipped for 
dual fuel operation. This is the first 
domestic application of the system. It 
is particularly adaptable to a dual-fuel 
locomotive because it eliminates extra 
cut-off valves and cabling. Pull rings 
and cables at the tanks are no longer 
required. There is no need to reset 
the cut-off valve manually if it is 
tripped. 

A single push-button switch is 
housed in a receptacle with a lift cover 
on each side of the locomotive. A 
third push-button is in the cab, mount- 
ed on the outside of the electrical con- 
trol cabinet next to the exit door. De- 
pressing any of the three buttons stops 

(Continued on page 44) 
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Fuel pump motor instruction plate below the isolation switch reads ‘“‘Fuel pump motor must be 
restarted before starting engine after emergency fuel cutoff shutdown."’ Push buttons which cut 
off the fuel are located at cab door and on sides of unit at fuel tanks. i 
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De-energized ER relay opens cir- 
cult to governor AV, BV and CV 
solenoids; 

8. Steps 4 through 7 override throttle 
and provide immediate stopping of 
engine. 
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To Reset System 


1. Turn fuel pump switch in cab mo- 
mentarily to START position; 

2. Emergency stop relay ESR be- 
comes energized; 
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3. ESR interlock A-B provides hold- 
ing Circuit; 

4. ESR interlock C-D energizes fuel 
pump contactor, 
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Big Load... Easy Lift 


for Yellow Strand Braided Safety Slings 


Here’s why Yellow Strand Braided Safety Slings make it easier to lift big loads: 

They’re unusually flexible — can be installed and removed more easily .. . resist 
kinks and twisting. They’re strong — are made by a special Broderick & Bascom 
braiding process with proved, dependable Yellow Strand Wire Rope. 
They provide maximum safety — safeguard employees, loads and equipment. 
They're available for any load — for the routine lifts, unusual shape or size 
loads, extra heavy loads. Yellow Strand Slings can be specifically engineered 
for your individual needs. 

Broderick & Bascom engineers will be glad to assist you with your sling problems. 


; Broderick & Bascom Rope Co., 4203 Union Boulevard, St. Louis 15, Mo. 


Yellow Steet, 


( é WIRE ROPE SLINGS ) CLIPS 
(Nd 
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(Continued from page 42) 

the fuel pump and shuts the engine 
down. Restarting the fuel pump from 
the cab after an emergency stop resets 
the emergency shut-down circuit. 

In ICC Ex Parte 174 covering 
Rules and Instructions for Inspection 
and Testing of Locomotives Other 
Than Steam, issued March 4, 1958 
(RL&C, May 1958, p 14), the Com- 
mission ordered that Rules 255 (b) 
and 323 (b) be altered to read: “A 
safety cut-out valve shall be provided 
in the fuel line adjacent to the supply 
tank, or in other safe location, which 
will automatically close when tripped. 
The cut-out valves shall be designed 
for hand operation from outer sides 
of the unit and from inside of the en- 
ginemen’s compartment. Operating 





handle locations shall be designated. 
Means shall be provided so that cut- 
out valves may be reset without haz- 
ard.” 

While the original order was to have 
become effective on January 1, 1959, 
the ICC late last year extended the 
dates relative to fuel-tank cut-out 
valves to January 1, 1962, with the 
provision that one-third of any road’s 
units be brought into compliance dur- 
ing each of the three intervening years 
(RL&C, January 1959, p 10). 

Early this year the Commission in- 
terpreted the statement “reset without 
hazard” in Rules 255(b) and 323(b) 
to be complied with if the job can be 
done without having an employee go 
under the locomotive (RL&C, March 
1958, p 25). 





aa a 


Housing for push button which operates the 
emergency fuel cut off is like that used for 
present standard loop and cable. 





Topics at AIEE Summer Meeting... 


Power and Planning for Rapid Transit 


SEMI-CONDUCTOR RECTIFIERS and, 
particularly, silicon rectifiers could 
play an important role in future rail- 
road electrifications for rapid transit 
operations. This was predicted by 
S. B. Lent of Boston’s Metropolitan 
Transit Authority and V. E. Staff of 
De Leuw Cather & Co. in a paper pre- 
sented at the AIEE summer general 
meeting in Seattle on June 26. 

Recent years have seen the mercury 
arc rectifier take the place of heavier, 
less flexible rotary converters for con- 
version of alternating current to direct 
current suitable for traction power. 
“Eventual wide use of silicon rectifiers 
for railway traction service” was pre- 
dicted by authors Lent and Staff be- 
cause of the simplicity, quietness, high 
efficiency, high power factor, and 
space and weight saving characteris- 
tics of the silicon rectifier. 

A power substation meeting 
NEMA Class II requirements may 
appropriately use a silicon rectifier to 
achieve simplification, reduction in in- 
itial cost, and reduction in operating 
cost as compared with a conventional 
facility using a mercury arc rectifier. 

A German electrical manufacturer 
reports that a 1,000-kw, 660-volt sili- 
con rectifier substation has been in op- 
eration for approximately one year 
and that it has adequately served rail- 
way traction requirements. This man- 


og 


ufacturer also tells of an 800-kw sili- 
con rectifier that has been in operation 
on a locomotive for two years. No 
trouble has been reported. 

Abandoned railroad right-of-ways, 
electrification of presently dieselized 
commuter operations, and the center 
malls in expressways all may comprise 
the routes for tomorrow’s rapid trans- 
it. Most will be completely new oper- 
ations, allowing electrical engineers to 
employ recently developed equipment 
and techniques. 


Looking Ahead 


“Existing rapid transit operations,” 
the authors continued, “in general, 
utilize 600-volt d-c third rail contact 
systems in subways and tunnels and 
within urban areas. Electrification of 
a railroad right-of-way would consist 
of a 600-volt d-c overhead system for 
pantograph current collection outside 
of subways and beyond the urban area 
for a distance of 10 to 12 miles. From 
that point, it would be desirable to use 
a 12,000-volt a-c overhead system for 
pantograph pick-up to the end of the 
line. This might be as far as 30 miles 
from the outer end of the 600-volt 
system. 

“Cars would be of the multiple-unit 
type. Each car would be equipped 
with self-contained silicon rectifier, 


transformer, associated controls, 600- 
volt d-c motors, pick-up shoes and 
pantograph. Each car would also have 
dual controls for operation on third 
rail within the urban area and over- 
head catenary for collection of d-c 
and a-c in the suburban areas.” 

Engineers were challenged to create 
superior mass transit systems by J. C. 
Beckett, vice-president of the San 
Francisco Bay Area Rapid Transit 
District. “Preliminary estimates have 
shown that a conventional . . . electric 
train is capable of meeting all of the 
high standards of speed and frequency 
of service required for operation of the 
regional system and at less cost than 
various schemes of monorail and other 
devices. ... Available equipment to- 
day is not markedly different from the 
electric transit cars of two or three 
decades ago. There have been in- 
creases in horsepower, minor im- 
provements in lighting and ventilation, 
but essentially the same standards of 
comfort and serviceability have been 
applied... 

“Will this do the job? In terms of 
carrying capacity and speed, it will, 
but in terms of attracting riders, there 
is doubt . The opportunity to 
create a modern rapid transit facility 
is at hand; it must not be lost because 
of the engineer’s failure to come up 
with his best effort.” 
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These lugging jobs were murder till 


TIONAL brushes entered the scene! 


TRADE MARK 








Short brush life and unsatisfac- variables reduced to a minimum— grade DE-5 
tory traction motor commuta- brushes improved both commutation and brush 
tion reduced efficiency of an east- life. Based on these results, the road standardized 
ern railroad, says “National” on this brush. 
Carbon Brush Man Moe Trum- Throughout this extensive test, Moe Trumble 
ble. This was particularly true kept in close contact with the railroad and co- 
of equipment hauling heavy operated fully with its test program. This is a 
M. R. TRUMBLE loads over hilly terrain. service your local “National” Brush Man can and 
A test was initiated utilizing “National” brush does perform. Call on him to assist on your brush 


grade DE-5. After a sufficient test period — with problems. He is happy to offer assistance. 


“National”, ‘“‘N’’ and Shield Device, and “Union Carbide” are registered trade-marks of Union Carbide Corporation = 
NATIONAL CARBON COMPANY - Division of Union Carbide Corporation + 30 East 42nd Street, New York 17, N.Y. 
OFFICES: Atlanta, Chicago, Dallas, Houston, Kansas City, Los Angeles, New York, Pittsburgh, San Francisco * CANADA: Union Carbide Canada Limited, Toronto 
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WHATEVER THE QUESTION, 
Riel HAS THE ANCHOR! 


for every type of car, every kind of lading, every kind of lining! 


to the Z-bar post. Suitable 
for 2", %", or %" thick 
plywood. Also available in 


The 
M.-F’ lading onchors 
ore covered by one or 
more of the following 
U.S. patents: 2,753,816, 
2,755,747; 2,623,477, 
2,702,513; RE-24032 
RE-24033; 2,716,382 


rectangular shape, one 
board wide for use with 


vorious types of 


IM e20z/ /THE RIGHT ANCHOR 


WELD TYPE 
ANCHOR 


for plywood 
or Nuloc lining 


This anchor is welded 


‘hat section”’ side 


post construction. 














RETRACTABLE 
GONDOLA ANCHOR 


This anchor is welded to the top 
chord angle. When not in use, 
link retracts to present a mini- 
mum height above chord angle. 
Can also be used at side sill for 


flat cars. 











+ FILLET WELD 


| . 
MACLEAN-FOGG LOCK NUT COMPANY §¢, 


5535 N. Wolcott Avenue « Chicago 40, Ill.« EDgewater 4-8420 
IN CANADA: THE HOLDEN CO., LTD., MONTREAL 


if { \N THE RIGHT PLACE! 


WELD TYPE 
ANCHOR 


for 
steel lining 


This anchor is welded 


simple modification 
of the plywood 

type by the addition 
of a flange. 

(See cross- 

section below) 


HOOK-ON TYPE 
ANCHOR 


One board wide for tongue and 
groove lining. This anchor hooks 


onto the Z-bar post. It is avail- 
able for 25/32” or 13/16” lin- 
ing thickness. 





to the Z-bar post. It is a 













— 





CONTINUOUS 
BAR TYPE 
ANCHOR 


for steel lining 


Welded to the Z-bar post 
between steel plate sections. 
Furnished in multiple lengths 
with 6” anchor spacing. 

Allows a multiple choice of 
anchor locations. 

“Shims"’ out steel lining flush 
with wood lining in upper por- 
tion of car. 

Ideal attachment for steel 
lining to side posts. 


soit TE 0G, 
“ " 





2,716,383; 2,716,384 os 


well os pending oppli 
cotions. 
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Weld anchors, hook-on anchors, continuous bar anchors, door-post anchors, 


retractable anchors, for freight, reefer, gondola or flat cars, for plywood, nuloc or steel 


linings. Open tongue (as illustrated) or closed bar-type. Illustrations show standard 


application. Variations can be made of each application to meet special conditions, 
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@ Sales Offices 
oO Renewal Parts Warehouses 


ATLANTA 


e) 
— 


Shown above is a crankshaft being readied for shipment from Eddystone 


Only from B-L-H can you get exact duplicates of your original 





Baldwin locomotive parts... and you can get them fast! 


It stands to reason that the company that de- 
signed and built your diesel locomotive is best 
qualified to furnish replacement parts for it. 
Certainly that is the case with Baldwin. Each 
of our renewal parts is made to the original design 
by skilled workers in strict accordance with our 
consistently high standards. The result? Longer, 
trouble-free locomotive performance when you 


BALDWIN: LIMA: HAMILTON 


Eddystone Division 
Philadelphia 42, Pa. 
Hydraulic turbines + Weldments +» Dumpcars + Nonferrous castings «+ 
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specify Baldwin parts. 

Four strategically located warehouses are ready 
to fill your order at once. A convenient B-L-H 
district office is always at your service. Just a 
word from you sets the wheels in motion. . 
and Baldwin diesel renewal parts are on their 
way, parts that are the exact duplicates of your 
original Baldwin components. 





Special machinery + Bending rolls + Ship propellers 
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Roll Them Out Like New 








WINDINGS don’t last 
forever, but a rewind should last as 
long as a new armature. Whether or 
not it does depends on the quality of 
the material and workmanship. A 
good rewind job is based on three 
“musts”: The whole armature must 
be mechanically sound; the electric 
connections must be good; the insula- 
tion must be intact and have a good 
protective coating. 


ARMATURE 


Preliminary Checks 


In addition to the ground test, a 
bar-to-bar test at 500 volts a-c is good 
to forestall failure at later stages. 

Before starting a rewind, be sure 
that the preliminary checks for com- 
mutator condition and alignment de- 
scribed in Parts 10, 11 and 12 have 
all been made. A hipot test now may 
avoid trouble later, after the coils are 
in place! Manufacturers’ recommend- 
ations usually give voltages for final 
hipot. Because the insulation gets 
pretty rough treatment during wind- 
ing, binding, soldering and baking, 
slightly greater hipot voltage is often 
applied before processing to insure 
against a ground in the final test. Sug- 
gested values for armatures are shown 
in table. 

If the core and commutator are sat- 
isfactory, the first step is to apply the 
core insulation. Most traction motor 





Suggested Test Voltages for Armatures 


Percent of 
recommended 


Stage of process final hipot voltage 


Bare commutator be- 


fore insulating core 120 
Equalizers in place, 

ready for main coils 115 
Main winding in place, 

before binding 110 
Main winding in place, 

after soldering 105 
Finished armature 100 





This is the thirteenth article in the series cov- 
ering heavy maintenance of locomotive electrical 
equipment. 

Part 13 is written by J. K. Wentz, Locomotive 
and Car Equipment Department, General Elec- 
tric Company, Erie, Pa. 
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Armature Rewinding 


and generator armature coils have full 
ground insulation already in place on 
the straight portions, but much less 
on the end windings. The ground in- 
sulation in this area is applied directly 
to the armature head. This “core in- 
sulation” is just as important as the 
slot insulation, and is more difficult 
to repair if it fails. So it’s best to go 
carefully and follow instructions. Ar- 
range the insulation to lie as smooth 
and flat as possible because most hipot 
failures occur at wrinkles. 


Equalizer Winding 


With the core insulation in place, 
the armature is ready for the equaliz- 
ers—sometimes called “cross connec- 
tions.” They are used in “lap” or 
“multiple” wound armatures to con- 
nect commutator bars which are in- 
tended to be at the same voltage level. 
On a 4-pole machine, bars on opposite 
sides of the commutator pass under 
brushes of the same polarity at the 
same time, and therefore should be at 
the same voltage. To ensure this, the 
two bars are connected by an equal- 
izer. 

In some armature designs, every 
bar must be equalized. In others, good 
commutation is obtained by equalizing 
only part of the bars. No equalizers 





are required with “wave” or “series” 
windings. 

When winding equalizers, keep 
three points in mind. First, the electric 
connections must be prepared to get a 
good solder job. The equalizer should 
be a little narrower than the riser slot 
(0.001 to 0.004 in. clearance). The 
solder enters this small crack (Fig. 1) 
to make the electric connection be- 
tween the coil and riser. If the fit is 
too tight, check the copper size. If this 
is right, recheck the slots; they may 
be dirty or cut incorrectly. If both slots 
and leads are tinned before assembly, 
a tight fit is satisfactory because the tin 
is already in place and needs only to 
be melted to produce a good joint. 

Use a non-corrosive flux, such as 
rosin, on the riser slots and leads. Be 
careful to avoid unnecessary smearing 
of the insulation. Above all, NEVER 
use an ACID flux. Acid attacks the 
insulation itself; but worse, it leaves a 
deposit that tends to pick up moisture 
and becomes a conductor, causing 
grounds. If the leads are to be brazed, 
as in an open riser generator, use the 
flux recommended by the manufac- 
turer. 

The second point is, get the insula- 
tion in the right place. Conductor in- 
sulation is enough to prevent shorts 

(Continued on page 51) 


























SOLDER SOLDER TOO MUCH SPACE 
CAN'T GET IN CAN GET IN FOR SOLDER 
5 P ¥ é \ 
4 
Ap 
+k a 
0.001 . 
TO 
0.004" 


FIT TOO TIGHT - 
NO CAPILLARY 
SPACE FOR 
SOLDER 


FIT CORRECT - 
SOLDER FILLS 
SPACE, MAKES 
GOOD JOINT 


FIT TOO LOOSE - 
SOLDER DOESN'T 
FILL SPACE - 
POOR JOINT 


Fig. 1—Proper fit between coil ends and commutator riser is important in assuring good per- 


formance from rewound armature. 


RAILWAY LOCOMOTIVES AND CARS * JULY, 1959 














..owhen its a Beth chem Wheel 


These things you know for sure when you order Bethlehem 
wrought-steel wheels: 


purchased more than 2% million Bethlehem wheels for 
freight cars alone, 
@ You're getting a product that has measured up to 


@ Mileages in the 300,000 to 400,000 range are commo: 
every service requirement for over thirty years. 


This takes sound wheels, strong wheels, tough wheels 
@ It’s a product widely installed in a// fields of railroad 


—the kind produced by forging and rolling. 
service—freight, passenger, diesel. 


The Bethlehem wrought-steel wheel is the known value, 


@ It long ago earned the confidence of users, who have accepted through the years. You can buy it with assurance 


BETHLEHEM STEEL COMPANY, BETHLEHEM, PA. 


Export Distributor: Bethlehem Steel Export Corporation 


BETHLEHEM STEEL Ba 





New steels are ieee 
born at 
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Roll up more miles per dollar 
with Armco Wrought Steel Wheels 


Extra service miles—stubborn resistance to wear, shock, 


a. 


and stress—are worked into every Armco One-Wear 
Wrought Steel Wheel by forging and rolling. 


Tremendous pressures of these two operations obliterate 














8 
all traces of coarse cast structure. Grains are squeezed to- 4 t + Risa 
gether in dense, homogeneous toughness. | | | | | | | 
Does it pay off? Service experience says, “Yes!” Between u ae | l . a i ke ras 
1932 and 1957, Armco shipped more than one million one- | | | | | | 
wear wheels. Only six of these have been reported defective. ioe ae oe 
This is 99.9994% perfect performance! alee wal uel pee iJ 
For price and delivery data on Armco Wrought Steel 








Wheels, call your nearby Armco Sales Office or write: Armco 


Steel Corporation, 2509 Curtis Street, Middletown, Ohio. 


ARMCO STEEL 


Armco Division + Sheffield Division * The National Supply Company * Armco Drainage & Metal Products, 
Inc. * The Armco International Corporation * Union Wire Rope Corporation »* Southwest Stee! Products 
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(Continued from page 48) 
between the equalizer legs which lie 
side by side. Extra insulation—usually 
flexible mica—is required between the 
upper and lower decks because, at 
certain points, the voltage is equal to 
the full terminal voltage of the ma- 
chine. This insulation must fit firmly 
against the back of the commutator to 
separate the wires of the top and bot- 
tom decks at this critical point. Crowd 
the loop toward the commutator to 
press the deck insulation firmly against 
the back of the risers. 

The third point is to form a good, 
solid mechanical foundation for the 
main winding and its binding. Wind 
the equalizers to get a “tight pack.” 
This helps to keep them from “buz- 
zing, “falling over” and shorting out. 
If equalizers fall over to a large extent 
the main windings will collapse, 


loosening the bands and causing arma- 


ture failure. 

Manufacturers often recommend 
packing equalizers in a “solventless” 
polyester-type insulating putty to keep 
them solid. Such a putty has excellent 
electrical properties and is very strong 
mechanically. Use your forefinger or 
a putty knife to apply it on both decks 
behind the loop, and at the leads. Be 
careful to keep it out of the slots, as it 
prevents soldering. After puttying, the 
equalizer assembly should be com- 
pacted by applying a few turns of bind- 
ing wire over a fiber pad, or a “hose 
clamp.” A layer of varnished cambric 
over the putty will keep it from stick- 
ing to the clamp. Baking the armature 
3 to 4 hours at about 220 deg F is 
adequate for curing most such putties. 

In addition to the three main points 
there are a couple of helpful tricks of 


izers may be wound in two ways: (1) 
set the bottoms, then lay down the 
tops; (2) set the tops, then the bot- 
toms. In either case, the tops must 
be lifted at the “jump.” Both methods 
are good, so use the one you prefer; 
but keep in mind that the object is to 
get a tight pack of the diagonal legs. 
Second, the loop may be snuggled up 
with a driving tool and mallet. This 
“sets up” the pack and makes for a 
mechanically sound job that helps 
keep the deck insulation pressed firmly 
against the back of the risers. 

After removing the equalizer clamps 
it is a good idea to test for shorts. Note 
which bars are connected to adjacent 
equalizers, and apply 500 volts a-c to 
these pairs. 


Main Winding 


The same principles of good solder- 
ing, good insulation, and sound me- 
chanical construction apply to the 
main winding as well as for the equal- 
izers. Leads should be dipped in a 
non-corrosive flux, such as rosin, be- 
fore winding. If they fit loosely in the 
risers (0.001 to 0.004” clearance) the 
solder will penetrate as it should. 
Locate the No. | slot, usually marked 
for easy identification. Before starting 
work check the core for possible dam- 
age done in handling the armature thus 
far. 

It’s important to get the first coil 
started right because it serves as a 
guide for the others. Unless it is driven 
clear to the bottom of the slot and 


BOARD SLIGHTLY 
LONGER THAN 


STRAIGHT PORTION 


centered in the core you are in for 
trouble. If it is offset away from the 
commutator, you'll have too much 
“hare lead” just back of the commuta- 
tor ear. If it is not centered, you may 
not have enough room endwise to ac- 
commodate the legs of the coil. 

Another point: the legs of the coil 
should neither pull nor push the 
straight part against the core (Fig. 2). 
In checking for this, the coil leads 
should be placed in the proper com- 
mutator slots. Center the coil, allow- 
ing an equal amount of “straight” at 
each end of the core. Use a fiber driv- 
ing board to seat the bottom coil (Fig. 
3). Be sure the board is a little longer 
than the straight part of the coil. A 
short board forces the “straight” to 
bend. This cracks or wrinkles the in- 
sulation (Fig. 3) and a coil failure is 
almost certain. The board should be 
high enough to resist bending when it 
is struck by the hammer. Do not ham- 
mer on the edges of the coil or strike 
it with the edge of the hammer (Fig 3) 
unless you want to cause a failure in 
hipot or on the road. 

The bar-type winding is the easiest 
to put in the slots since it has only one 
leg. However, it involves complex 
brazing and insulating operations at 
the pinion end. These operations are 
not required for a coil type winding 
because the top and bottom legs are 
joined at the loop. A single-turn coil 
is easy to wind because the top side 
can be “jackknifed” into the slot ( page 
53). Be sure the “pull-over” board is 

(Continued on page 53) 






























































the trade. First the majority of equal- OF COIL ~~, > por me ago 
“ea —_— 
THIS — xaN BOARD 
NOT 77777 TIVIV TIT TI IT TTT <e- DISTRIBUTED 
COIL THIS + + 6 ot § EVENLY OVER 
Wi COIL 
BOARD 
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BINDING AT THIS POINT COIL BENDS-WRINKLING 
PULL CAUSED BY PULL OF COIL AND CRACKING 
x INSULATION 
LILUUULULI ae ON 
HUTTVTAATAAVOUNNN mn 
AND 
THIS—> 
PUSH BINDING AT THIS POINT DON'T HIT CORNER DON'T STRIKE COIL WITH 


CAUSED BY PUSH OF COIL 


Fig. 2—Coil should lie straight in slot after application. There should 


be no binding at corners of the core. 


EDGE OF COIL 


EDGE OF HAMMER FACE 


Fig. 3—Proper procedures can avoid damage to coils during the winding. 


Insulations must be protected constantly. 
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Team two-way power... lift and load easily, safely 











Research takes the long view as Gardner- 











Denver engineers strive to improve exist- 
ing products . . . to develop new ones to 
keep ahead of a fast-paced, rapidly grow- 
ing industrial wor'd. 
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A time-muscle saving team—Gardner-Denver air hoist and 
“‘Hoistractor’”—has just unloaded heavy bar stock from 
a truck at the loading dock. Now the same versatile team 
quickly transports the material to storage bins. And one 
man, using only one hand, controls the entire operation. 


The Gardner-Denver ‘‘Hoistractor’’—an air-powered 
hoist trolley connected to the hoist by drawbar—rides the 
same beam. Hoist lifts and lowers . . . ““Hoistractor’”’ moves 
hoist and load along the beam. 


This unusual combination of Gardner-Denver hoist and 
*“Hoistractor”’ can add economical push-pull power to any 
material-handling job. Write for Bulletins 86-1 (hoists) and 
87-1 (‘“‘Hoistractors’’). 


EQUIPMENT TODAY FOR THE CHALLENGE OF TOMORROW 


“<< ™ GARDNER - DENVER 


BEER Gardner-Denver Company, Quincy, Illinois 
i In Canada: Gardner-Denver Company (Canada), Ltd., 14 Curity Avenue, Toronto 16, Ontario 
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(Continued from page 51) 
as long as the straight portion of the 
coil. A short board tends to bend the 
coil and damage the insulation. Also, 
the edges of the board should be 
rounded and the surfaces which con- 
tact the coil should be smooth. 

Wire wound armatures are used in 
many auxiliary machines. The items 
of good connections, mechanical 
soundness and good insulation apply 
here too. There are several points, 
however, which apply specifically to 
windings of this kind. 

In many cases the armatures have 
partly closed slots—that is, the open- 
ing is smaller than the main part of 
the slot. Therefore, the winding must 
be placed in the slot one turn at a time. 
The wire is usually taken from a reel, 
or perhaps several reels at once if the 
winding has several wires in multiple. 

In this type of winding, the shape of 
the end windings does not allow space 
for a band to hold them down. Instead, 
mechanical soundness depends upon 
the wires being pulled firmly into place 
so the end windings are snug and have 
minimum possible slack. Varnish 
which sets up hard and strong is often 
used for added mechanical strength. 

Full operating voltage is always 
greater between the “tops” and “bot- 
toms” of windings, so an extra piece 
of insulation is used to separate them. 
Sometimes it is also used between the 
upper and lower end windings. These 
are particularly vulnerable near the 
slots where the tops and bottoms cross 
at sharp angles. 


The Educated Hammer 


Perhaps the most important factor 
in a good armature rewind is an opera- 
tor with an “educated hammer.” Good 
armature coils should fit snugly in the 
slots, and the end windings should be 
tightly packed. Therefore, the best 
coils require some “persuasion” during 
assembly. Unskillful hammering can 
do a lot of damage. On the other hand, 
blows can be quite heavy if they are 
skillfully applied. 

You must always do some twisting 
and bending to get the coil into posi- 
tion. Judicious use of the hammer 
will straighten out the kinks after the 
coil is approximately in place, pack 
the end windings closely, and get the 
leads into the commutator slots. While 
armature coils are built to take this 
abuse, there is a limit to the pounding 
they will stand. The best technique 


(below) is to place a driving tool 
squarely against the part of the coil to 
be moved and hit the tool with the 
hammer. Thus, heavy blows can be 
used without much risk of damage be- 
cause they are applied squarely, with- 
out slippage, and the pressure is dis- 
tributed. 

Good tight slot fits and tightly 
packed end windings are important. 
First, they give a good mechanical job 
which helps prevent chafing and vibra- 
tion—common causes of insulation 
failure in service. Second, they tend 
to make the armature run cooler. The 
tightly filled slots are better conductors 
of heat. This makes it easier for the 
heat generated in the copper to escape 
into the armature core where the cool- 
ing air picks it up and carries it out 
of the machine. 






Pulling Board 


Armature Coil 


Pulling board produces method for moving arm- 
ature coil into its proper slot position without 
damage or distortion. 


Helpful Armature Winding Techniques 







Coil should be tapped gently to start it into 
the slot without damage. 


Coil top should be “‘jackknifed"’ into the slot as 
part of proper procedure. 


Bar can be used to manipulate coil ends and 
prevent physical damage. 
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Duck-billed pliers should be used when manipu- 
lating the coils. 





Steel pounding bar distributes blows and mini- 
mizes damage to coil insulation. 





Pounding bar should be used in producing coil- 
to-riser contact. 
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From the Diesel Maintainer’s Note Book 








Some of Doc Watts’ Cases 


By Gordon Taylor 


Doc Watts, the electrical foreman, 
has had much experience in taking the 
D-I-E out of diesels. He receives 
many questions from maintainers and 
operators who want the benefit of his 
experience. Here, he answers some of 
those questions. 

Question: What are some of the 
simple things that cause diesel de- 
lays and failures? 

“There are many. Things that pro- 
duce ground protective relay action 
can cause delay by unloading engines 
temporarily. In throttle 5 and 6 posi- 
tions, the ground relay will stop the en- 
gine in a G.M. locomotive. 

“I recall one very unusual case. It 
was a Case where a piece of mop string 
tied the hands of one diesel unit, ren- 
dering it helpless until the string was 
discovered and removed. 

“In this case an Alco freight unit, 
just released from the service shop, 
had hardly cleared the yard limits be- 
fore ground relay action started. The 
action repeated several times, unload- 
ing the engine each time. The crew 
then phoned the service shop for a re- 
lief unit. It was either get another unit 
or reduce tonnage. 

“Fortunately, a relief unit was avail- 
able, but there was some delay before 
it could be exchanged for the crippled 
unit. When the crippled unit was re- 
turned to the service shop, it was found 
that a wet mop string, lost from a floor 
mop, was causing the trouble. Some- 
one had used a mop to clean the sump 
beneath the main generator. 

“A wet string, which had come 
loose from the mop, was making con- 
tact with a bus bar connection at bot- 
tom of main generator. The other end 
of string contacted “ground” or metal 
housing beneath the generator. The 
wet string provided a leakage path for 
current to trip the ground relay. This 
is an example of how small leakage 


This series of articles is based on actual ex- 
periences of men who operate and maintain 
diesel-electric locomotives. 
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paths to ground can trigger a bad diesel 
delay. 

“While on the subject of ground re- 
lay action, I will mention other causes 
of such trouble. We had a bad delay 
on an EMD freight unit in which an 
arc chute, with an assist from a care- 
less inspector, was the cause. The arc 
chute on a power contactor had been 
lifted for inspection but was not prop- 
erly replaced. When the unit was 
placed in service, the arc from the con- 
tactor tips of the power contactor 
flashed to the metal cabinet enclosing 
the contactors. This established a 
leakage path to ground that tripped 
the ground relay. The crew failed to 
discover the cause of continued ground 
relay action, and the unit had to be 
isolated. When the unit reached a 
maintenance point, the electrician 
quickly found that the misplaced arc 
chute was causing the trouble. 

“Another simple thing that has 
caused trouble in the past is the failure 
of enginemen to reduce throttle when 
operating a locomotive over a cross- 
ing with another railroad. When a 
locomotive passes over such a cross- 
ing at too high speed with throttle too 
far advanced, the brushes on traction 
motors are badly jarred and momen- 
tarily lose good contact with commu- 
tator. 

“This is only for a split second, but 
long enough to cause a high voltage 
surge from the main generator. This 
voltage surge is often high enough to 
find its way over dirt deposits to cre- 


ate a leakage path to ground and so 
trip the ground relay. This, in turn, 
unloads the engine temporarily and 
will completely stop an EMD unit if 
the throttle is in 5 or 6 position. In 
some cases of this kind, a flash of cur- 
rent from rebounding brushes has trig- 
gered light flashovers on traction mo- 
tors, depending on the extent of volt- 
age surge. For this reason, it is im- 
portant to reduce voltage from main 
generator by reducing throttle just be- 
fore a locomotive passes over a cross- 
ing. 

“This is a good time to relate what 
happened on a certain division to a 
two-unit EMD E-8 passenger locomo- 
tive. On several days within two 
weeks, we received reports of ground 
relay action and light flashovers on the 
streamliner. It was suspected that 
some track condition might be causing 
the trouble. We instructed the engine- 
men to carefully note the mile post lo- 
cation where such trouble was ob- 
served. In a few days we received re- 
ports from two different crews giving 
the same milepost location. 

“A road foreman was then asked to 
ride the locomotive and describe the 
track condition at this location. His 
report showed that a gravel highway 
crossed the track and that the track 
was slightly down grade at this point. 
We found that gravel or small rocks 
were sometimes left on the rails, espe- 
cially after a rain. The engineman had 
not thought to reduce throttle for a 
moment, as they would at a crossing 
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KEY TO SUCCESSFUL 


Proof positive... zroamme am (| 
the longer life of 


NATIONAL C-1 TRUCKS 


Users have known for years that National C-1 Trucks 
provide a smooth, friction-controlled ride . . . and at the 


same time have longer wear life. Check friction wedge from 
limit of wear notch. 













A recent inspection, by a group of railroad men, was 
performed on C-1 trucks that had been in service nearly 
a quarter-million miles each. This, and other inspections, 
showed that the friction control mechanism in National 
C-1 Trucks is designed for the life of the car. 


Proof positive of longer life is provided by the following 


direct quotes from this inspection report. 
AA-9082 


Check for broken wedge springs. 














Examine convexity of friction 
wedge rear surface. 


Check contact between friction wedge and side frame 
column wedge pocket. 


Inspect welds and check 
wear of bolster friction 
plates. 


Inspect bolster column lugs and side frame columns for wear. 


Check line of contact between coils of load springs. 


NATIONAL “As; CASTINGS COMPANY 
Established 1868 


COUPLERS e YOKES e DRAFT GEARS e FREIGHT TRUCKS « JOURNAL BOXES 


Transportation Products Division 
Cleveland 6, Ohio 





International Division Headquarters 
Cleveland 6, Ohio 

CANADIAN SUBSIDIARY 

National Malleable and Stee/ Castings 
Company of Canada, Ltd. ¢ Toronto 1, Ontario 








with another railroad. With a well- 
advanced throttle producing high volt- 
age, the passage over the highway 
crossing produced results that might 
have been expected. Instructions were 
issued to reduce throttle for a moment 
while passing over this crossing. That 
ended the series of complaints on the 
streamliner.” 

Question: What stands out in 
your memory as one of your most 
confusing and baffling cases of 
diesel trouble? 

“When you include the word ‘con- 
fusing’ in your question, it reminds me 
of a case where the reports from sev- 
eral engine crews were badly con- 
fused. The case involved a four-unit 
combination of EMD freight units. 
The reports were all centered on the 
three trailing units. The leading A unit 
seemed to be OK. 

“One time the report would be that 
the engines on trailing units were 
‘hunting. The next trip the report 
would be ‘units not loading properly.’ 
Another time the report would be 
‘wheel-slip light comes on too much.’ 

“Mixed in with these would be re- 
ports that changing jumper control 
cables had restored service. Cures ef- 
fected by changing the control cables 
never seemed to last. 

“Each time the locomotive was in 
the service shop, it was tested in line 
with the latest complaint, but in the 
shop the units could not be made to act 
as they reportedly acted on the road. 
It was much like an aching tooth that 
would not hurt when the dentist was 
close by. 

“Finally, the units were cut out of 
service with orders not to release them 
until the trouble was found and cor- 
rected. Since the control wiring 
seemed to be the logical cause of trou- 
ble, it was decided to start checking 


at the front jumper cable receptacle on 
the first trailing unit. The control wires 
were to be checked individually back 
through the trunk cable to be certain 
they, or the devices they controlled, 
were not defective. 

“The search ended at the terminal 
board located above the doorway at the 
front end of the first unit. This is the 
board where each wire from the jumper 
plug-in receptacle is attached through 
a bolted connection to its appropriate 
wire in the trunk control cable. It was 
found that the terminal of wire N-4 
was loosely confined to its terminal 
bolt. The nut which held it had not 
been properly tightened and the ter- 
minal lug was badly scorched and 
partly burned away. As a result, this 
wire was making its best contact when 
the locomotive was standing still. On 
the road, the vibration would cause the 
contact to become partly open, or fail 
to make good contact. 

“Wire N-4 is the negative wire 
which connects all control circuit wires 
to the negative side of battery. If one 
control wire can be said to be more 
important than another, then N-4 
holds that honor. All other control 
wires depend on it to complete their 
control circuits. The varying contact 
characteristics of this wire explains all 
the conflicting reports made by the 
enginemen. 

“Any time a loose connection oc- 
curred in N-4, then a failure or partial 
failure occurred in some function of 
the locomotive. For example, it could 
cause a failure in engine speed control 
wires or in any other circuit that might 
be active at the instant N-4 wire mo- 
mentarily vibrated loose. In the light 
of this experience, we give N-4 wire 
first consideration when we receive a 
lot of mixed up reports about trouble 
encountered.” 





1949, 








J. J. Schmidt Heads Electrical Section 


Joseph J. Schmidt, electrical research en- 
gineer of the Denver & Rio Grande West- 
ern, was elected chairman of the Electrical 
Section Engineering and Mechanical Di- 
visions, AAR, at the recent annual meet- 
ing. A graduate of the U. S. Naval Acad- 
emy, Mr. Schmidt joined the D&RGW in 
He has since served as assistant 
electrical engineer, electrical engineer, and 
electrical and power plant engineer. A 
complete report on the Electrical Section 
meeting will appear in the August issue of 
Railway Locomotives and Cars. 
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Fuel Question 


(Continued from page 40) 


the blackboard of the Fail-Safe. He 
pointed out that when the start rod 
was pulled, the cam on the damper 
shaft pushed the start switch and 
started the engine. The start rod 
had to be held until the oil pressure 
would build up and push down on the 
left hand side of the hook. This wou!d 
then hold the damper in the open posi- 
tion. He then called their attention to 
the overspeed and explained that it 
was a spring loaded centrifugal fly- 
weight assembly operating a normally 
closed valve. If the engine over- 
speeded (1425 plus or minus 25 rpm), 
the flyweights would overcome the 
spring and open the valve. This would 
dump the oil and the lowered oil pres- 
sure in the oil pressure element of 
Fail-Safe would then release hook and 
damper would close and stop engine. 

The overspeed on this particular car 
was sticking and the valve could not 
close completely. Leakage was not 
great enough to cause a shut down but 
did cause the oil pressure element to 
be slow so the hook would not engage 
securely. It was necessary to remove 
the overspeed, clean it, reinstall it and 
set the speed. 

After the discussion of this had ta- 
pered off, one fellow asked, “Say, Pete, 
just what does the exhaust manifold 
have to do with all this? I notice that 
it is shown in the picture you drew on 
the board.” 

“Well, really it doesn’t have any- 
thing to do with this problem just 
discussed, but it does work in conjunc- 
tion with the Fail-Safe control. Actu- 
ally what is pictured is the low water 
shut off. A water manifold is provided 
in the exhaust stack and the thermal 
bulb for the hot engine element is in- 
stalled in it. That means that as long 
as normal water temperature exists, 
and as long as the water circulates 
through this, nothing happens. If the 
water temperature becomes excessive, 
the hot engine element will shut the 
damper stopping the engine. Also, if 
the water level becomes low or the wa- 
ter fails to circulate, the exhaust of the 
engine will then heat the thermal bulb 
and cause a shut down.” 

After class, Pete, was mumbling to 
himself, “Darn it. That last question 
messed me up. I was figuring on talk- 
ing about that next time we had a 
session.” 
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Push-pull, gallery type commuter cars for the Chicago & North Western 
are nearing completion at Pullman-Standard'’s South Chicago plant. 
Eight of the 36 cars will be equipped with cabs and full cab controls 
to make it possible to operate suburban trains without moving loco- 
motives from one end of the train to the other at each end of the run 
All cars will have the locomotive-con- 
trol train-line through them to make this possible. 


(RL&C, January 1959, p 30). 


Personal Mention 


Canadian National—Moncton, N.B.: KEN- 
NETH W. THOMPSON appointed assistant su- 
perintendent, motive power and car shops. 
Formerly superintendent Transcona motive 
power shops. 


Chesapeake & Ohio.—Cleveland, Ohio: JOHN 
E. McLeop, staff assistant to vice-president 

-operations, retired. Mr. McLeod previ- 
ously chief mechanical officer. Columbus, 
Ohio: J. H. WorRKMAN appointed general 
foreman, with jurisdiction over both car and 
locomotive departments. Mr. Workman 
succeeds A. W. FISHER, general foreman, 
and L. P. REED, master mechanic, both re- 
tired. Grand Rapids, Mich.: J. F. E>warps 
appointed electrical engineer, succeeding 
W. P. CHESNEY, retired. H. E. BUDDEN ap- 
pointed assistant electrical engineer, suc- 
ceeding Mr. Edwards. Newport News, Va.: 
C. H. BAINES appointed general car fore- 
man, succeeding C. A. COLEMAN, retired. 


Erie—Port Jervis, N.Y.: FRANK L. VAN 
SCHAICK, supervisor of locomotive opera- 
tion, retired. 


Lackawanna.—Scranton, Pa.: L. B. COLe- 
MAN, assistant general manager, appointed 
general manager, continuing to assume re- 
sponsibility of chief mechanical officer, with 
motive power and equipment forces report- 
ing to him. Position of assistant general 
manager abolished. 


Louisville & Nashville—South Louisville, Ky.: 
RuFus J. May appointed assistant shop su- 
perintendent. DeCoursey, Ky.: E. O. RoL- 
LINGS, JR., appointed master mechanic, suc- 
ceeding Mr. May. Mr. Rollings formerly 
general foreman at Corbin, Ky. 


Missouri Pacific—North Little Rock, Ark.: 
E. MCNass appointed terminal master me- 
chanic, Littlke Rock Terminal, succeeding 
J. D. Hope. 
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Railvans, the Chesapeake & Ohio combination rail and highway trail- 
ers are in regular service between Grand Rapids and Petoskey, Mich., 
handling express and mail. Dual retractable wheels at rear of each 
unit make it possible to move these vehicles over highways from post 
offices or express agencies to stations where they are coupled to reg- 
viar C&O passenger trains for through movement. Transition unit, 
coupling to rear coach coupler, carries the special trailer coupler. 








Montpelier & Barre. Montpelier, Vt.: cal 
BENJAMIN S. SLOBODA appointed general su- 
perintendent, with jurisdiction over me- 
chanical and operating departments. 

Southern Pacific—Sacramento, Cal.: W. O. 
BROWN appointed superintendent, Mechani- 


Department, FRANK [| 

MOLLOY, retired. H.T. ANKERSON appointed 
assistant superintendent, Mechanical De 
partment, succeeding Mr. Brown. Mr 
Ankerson formerly master mechanic at San 
Francisco. Los Angeles: W. J. McHuGu, 


succeeding 


CUT BOX CAR RELINING TIME 
BY MORE THAN 24 WITH 





POWASERT AUTOMATIC NAILERS 





Powasert Nailer drives approximately 500 8-penny nails in floor at rate of 30-40 per minute. 


With Powasert Auto- 
matic Nailers one man 
can completely reline 
a car in less than % 
the time. With a ham- 
mer, a relining job on 
one car takes 8 hours. 
With Powasert, one man can re- 
line 3% cars in 8 hours. 

Powasert Nailers drive from 30 
to 40 8-penny nails a minute. Nails 
are easily loaded into the feeder- = 
separator unit and fed automati- 
cally to the gun. Gun works merely 
by pressing nose against work and 
squeezing trigger. Handles nails 
from 1” to 4”. 

Powasert Automatic Nailers can 
help you cut your nailing costs, 
increase production, and reduce 


operator fatigue. Get rolling stock 
out of shop and back into service 
faster. Write or call us today for 
a demonstration. 





Powasert Nailers with Feeder- 
Separator start at $1,195.00. 
Use 14 c.f.m. at 95-120 p.s.i., 
clean dry air. 











United Shoe 
Machinery Corp. 


Dept. RC, 140 Federal St., Boston 7, Mass. 
Liberty 2-9100 
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Designed 

to keep diesels 
rolling 

p-r-o-f-i-t-a-b-I-y ! 


diese -hectehie BRUSHES 


Stackpole Carbon Company °« St. Marys, Pa. 























assistant superintendent, appointed superin- 
tendent, Mechanical Department, succeed- 
ing E. E. Hinchman, retired. 


OBITUARY 


Richard G. May, vice-president in charge 
of the Operations and Maintenance Depart- 
ment, Association of American Railroads, 
died of a heart attack June 2 at his home in 
Bethesda, Md. 


Supply 
Trade Notes 








oa 


Richard W. Claypoole 


E. Albert Wagner 


UNITED STATES STEEL CORPORA- 
TION.—Richard W. Claypoole appointed 
manager of railroad products section, suc- 
ceeding Samuel McClements, Jr., retired. 
Robert S. Whiteside, assistant to manager, 
succeeds Mr. Claypoole as assistant man- 
ager. 
ry 


ELECTRIC STORAGE BATTERY COM- 
PANY, Exipe INDUSTRIAL DIvVISION.—E. 
Albert Wagner, manager of development 
engineering, appointed manager service en- 
gineering division, succeeding O. L. Robert- 
son, appointed motive-power market man- 
ager. 
5 


CANADIAN STEEL WHEEL LIMITED. 
—The Hon. M. Duplessis, prime minister of 
the Province of Quebec, on June 17 offi- 
cially opened the $12,000,000 steel wheel 
plant of Canadian Steel Wheel Limited, a 
new Canadian Steel Foundries subsidiary 
situated in the east end of Montreal. The 
plant is described as the “world’s most fully 
automated steel wheel plant.” In the wheel 
rolling mill the complete operation is con- 
trolled from specially designed consoles lo- 
cated in air-conditioned, glass-enclosed con- 
trol booths. The mechanical cycling of the 
three 90-ft heat-treatment furnaces is fully 
automatic, and the backs of the furnaces 
can be observed by means of a closed cir- 
cuit industrial television unit. A control 
system in the 60-ft diameter rotary hearth 
furnace, which is capable of heating to 
forging temperature 348 blocks of steel 
weighing as much as 240 tons, shows the 
location of each block in the furnace mo- 
ment by moment. Seven men, who can pro- 
duce an average of 60 wrought-steel wheels 
an hour, carry out the entire operation in 
this forging and rolling shop. At the end 
of the process, each wheel passes through 
a high-powered magnetic crack detection 
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unit fitted with black light to permit rapid 
identification of even the most minute 
cracks. In addition, all diesel and heavy 
duty wheels are tested superscnically. 

® 
SKF INDUSTRIES, INC.—Holton E. Fox 
appointed manager, Philadelphia district 
sales office, succeeding Harold W. Speidel, 
appointed manager, sales product planning. 

cy 
DAYTON RUBBER COMPANY.—John 
Sly appointed assistant sales manager, In- 
dustrial Products Division. Joseph B. Max- 
son succeeds Mr. Sly as manager, Central 
Region, with headquarters in Dayton. 

a 
NEW YORK AIR BRAKE COMPANY .— 
Lewis K. Sillcox, honorary vice-chairman 
of the board, chosen by Governor Nelson 
Rockefeller as director of New York State 
Office of Transportation, with responsibility 
for developing an overall transportation 
policy for New York State. 

R. Clifford Howell, special representa- 
tive, appoinied assistant western manager, 
railroad sales, with headquarters at 122 S. 
Michigan avenue, Chicago. 

o 
PRIME MANUFACTURING COM- 
PANY.—Timothy J. Galvin appointed 
general sales manager. 

© 
PYLE-NATIONAL COMPANY.—Alvin 
G. Voelkner and George H. Feustel elected 
vice-presidents. 

a 
NORTH AMERICAN CAR CORPORA- 
TION.—Harold M. Nelson appointed chief 
mechanical officer, succeeding F. O. Lef- 
fler, retired. 

« 
ENGINEERING CONTROLS, INC.— 
Central Equipment Company, Chicago, ap- 
pointed Engineering’s sales representative to 
railroad industry. 

a 
JOY MANUFACTURING COMPANY. 
—wWilliam C. Russell elected a vice-presi- 
dent. Continues also as general manager, 
Electrical Products Division, at St. Louis. 

a 
STANDARD RAILWAY EQUIPMENT 
MANUFACTURING COMPANY, Ratr.- 
WAY EQuIPMENT Division.—William G. 
Gray appointed special representative. 

. 
HUCK MANUFACTURING COMPANY. 
—F.F. DeLoach appointed southern divi- 
sion sales manager, with headquarters in 
Ivey Building, Atlanta, Ga. 

a 
UNION CARBIDE CORPORATION.— 
Wiliam M. Haile elected a vice-president. 
LinpE Company.—William B. Nicholson, 
vice-president appointed president to suc- 
ceed Mr. Haile. 

* 
KOPPERS COMPANY. — John W. Pen- 
nington appointed general manager, piston 
ring and seal department, Metal Products 
Division, Baltimore, Md. Mr. Pennington 
previously manager of engineering and de- 
velopment for the division. William B. 
Sawers appointed manager, coupling de- 
partment, Metal Products Division. Mr. 
Sawers previously assstant manager, piston 
ring and seal department. 
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FLEXIBLE 


for maximum air brake 


EMBLIES 
ubility! 


Stratoflex “275” wire braid hose, with SF 
426 and 435 reusable fittings, meets standard 
applications for railroad air brake lines. Hose is 
made from seamless synthetic rubber innertube, rein- 
forced with one fabric braid and one high tensil 
steel braid in sizes -10 and -12. Sizes -16 and -24 are 
reinforced with two steel wire braids. Write for 
detailed information. 


Left—High pressure 
surge testing hose 
assemblies at 
Stratoflex plant. 





TERTDELER 


P.O. Box 10398 « Fort Worth, ane 9, 
Branch Plants: Los Angeles, Fort Wayne, Es 
In Canada: Stratoflex of Canada, Inc. 
SALES OFFICES: Atlanta, Chicago, Cleveland, Detroit, Fort Wayne, Fort Worth, Houston, Kansas 
City, Los Angeles, New York, Philadelphia, Pittsburgh, San Francisco, Seattle, Toronto, Tulsa 
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Oakite 


warehousing 
cuts your 
inventory 


Keep the bulk of your cleaning 
compounds inventory off your 
property — save on handling, dead- 
heading, reshipment and inventory 
charges. How? Oakite Warehouse 
Service. 

Fifty-seven warehouses on right- 
of-way across the country put a 
full supply of Oakite materials as 
close as your phone, but off your 
yard — off your books! No need to 
to buy large lots. A 25 barrel order 
brings cost close to carload price. 
Ask your local Oakite man to tell 
you more. Or, write Oakite Products, 
Inc., 46 Rector St., N.Y. 6, N.Y. 







cyALITED INDUSTRIAL 
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. In our 
50th 
year 


OAKITE 
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“AT eRiat METHODS: $ 
€xport Division Cable Address: Ookite 


Technical Service Representatives in 
Principal Cities of U. S$. and Canada 
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SPARTON CORPORATION.— W. Rich- 
ard Murphy, elected vice-president and 
general sales manager of all Sparton divi- 
sions, with headquarters at Jackson, Mich. 
Mr. Murphy previously director of sales of 
Tri-Belt loading systems, Allied Steel and 
Conveyors Division. 
% 


AMERICAN STEEL FOUNDRIES. — 
ASF has acquired the entire assets and 
business of the South Bend Lathe Works, 
South Bend, Ind., as announced in the June 
issue. South Bend will now operate as a 
subsidiary of ASF under the name of South 
Bend Lathe, Inc., and Russel E. Frushour 
will continue as president and chief execu- 
tive officer. 


OBITUARY 
ALTON F. Davis, vice-president and sec- 


retary, Lincoln Electric Co., died on May 
25 


What’s New 


(Continued from page 135) 





Rectifier Welder 


The rectifier-type Aircomatic Fillerac d-c 
welder combines the tested features of a 
rising characteristic power source with the 
advantages of transformer-rectifier design. 
It is geared for use with Aircomatic weld- 
ing applications and is suitable both for 
manual and automatic welding on all weld- 
able metals. Its primary advantage is said 
to be stepless adjustment of arc length and 
rate of rise for various wire diameters. The 
welder is rated at 450 amp, d-c, 40 volts, 
100 per cent of duty cycle. It weighs 665 Ib. 
Air Reduction Sales Co., a division of Air 
Reduction Co., Dept. RLC, 150 East 42nd. 
st., New York 17. 


Heavy-Duty Air Wrench 


The CP-612 impact wrench, rated at 1%- 
in. bolt capacity, is especially adapted for 
diesel overhaul and maintenance. It is said 
to be smaller than any air wrench of com- 
parable capacity and capable of stripping 
a tough crab nut within 7 sec. A power- 
saving spline drive shank replaces the con- 
ventional square shank. The socket lock 
feature securely holds the socket in place 











WHEEL SHOP worker applies measured amount 
of grease with GRACO roller bearing lubricator. 


Getting ’em ready 
to roll...with Graco 
air-powered pumps 


& Getting railway equipment ready to roll 
at Union Pacific’s Omaha shops is a job 
that’s tailor-made for GRAcO air-operated 
pumps. 

Shown above, for example, is a GRACO 
roller bearing lubricating unit that dispenses 
exact, measured amounts of grease direct 
from the original 400 lb. drum. . . provides a 
neat and accurate procedure for filling and 
metering grease into roller bearing housings. 

Portable air-gperated bearing lubricators 
for use with original 120 lb. drums and hand- 
operated bearing lubricators that dispense 


! right out of original 25-40 lb. refinery pails 
; are also available from Graco. For complete 





information, write to the address below. 


* 

Investigate all three! 
th HAND-OPERATED ROLLER 
y BEARING LUBRICATOR 

Ideal for servicing roller 

bearings while cars gre in the 

yards. Keeps lubricant clean 
from refinery to bearing. 








AIR-OPERATED 

PORTABLE LUBRICATOR 

Can be wheeled wherever 
needed to apply exact, mea- 
sured amount of grease. Me- 
chanical application saves 
grease, time, and dollars. 





AIR-OPERATED 
STATIONARY LUBRICATOR 
Assembly includes air-powered 
pump, drum cover, follow 
) plate, air supply screen, air 
regulator with gauge, material 
hose, and control valve with 
one quart meter. 


GRAY COMPANY, INC. 
Railway Department 
7°° Graco Square * Minneapolis 13, Minn. 


Representatives in: New York, Philadelphia, Washington, 
Cleveland, Chicago, Louisville, Houston, St. Lovis, Minneapolis, 
St. Paul, San Francisco, Montreal. 


RAILWAY LOCOMOTIVES AND CARS * JULY, 1959 

















on the shank. A touch of the built-in re- 
lease button in the shank frees the socket 
for quick, easy change. There are no re- 
tainer pins or O-rings. Chicago Pneumatic 
Tool Company, Dept. RLC, 6 East 44th 
st., New York 17. 





Cable Connectors 


Colored-keyed connectors for copper or 
aluminum cable are installed with a new 
lightweight hydraulic tool which delivers a 
12-ton force. Tool installation range in the 
series is from No. 12 aluminum or copper 
to 750 MCM aluminum or copper, and 
connectors are supplied in sizes to 2% mil- 
lion MCM. Proper installation die is se- 
lected by matching its color with that on 





NEW 
DIESEL ENGINE PARTS 


at substantial savings 


Immediate delivery from stock of new, 
unused surplus parts for all currently 
manufactured diesel engines. . . GM 
Electro-Motive Division, Alco, Baldwin 
Fairbanks-Morse and others; also hard-to- 
get parts for obsolete engines. 


A.G. SCHOONMAKER’ 


Ft. of Spring St., Sausalito, Cal. Edgewater 2-1490 
50 Church St., New York 7, N. Y. Digby 9-4351 














the connector to be installed. The die halves 
are then hand-inserted. Compression is 
completed within seconds along the barrel 
of the connector, providing a permanent 
connection of high conductivity. The con- 
nector line includes terminals (1, 2, or 4 
bolt holes), two-way connectors, taps, and 
reducing connectors for reducing alumi- 
num to copper of equivalent current carry 
ing capacity. Thomas & Betts Co., Dept. 
RLC, 36 Butler st., Elizabeth, N. J. 


Circle-Cutting 
Attachment 


A patented tool, Or-O-Co, developed for 
use by the US Navy, attaches to any acety- 
lene cutting torch for such applications as 
cutting holes through metal walls and decks 
for pipe and electrical conduit. Squares, 
rectangles, and odd-shaped holes and solid 






PENNSY 


proves 
HOT 
SPRAY 





figures can also be accurately formed for 
welding fabrication. Because of its size, it 
will operate in confined spaces where cut- 
ting was previously free-hand. /deas, Inc., 
Dept. RLC, 214 Ivinson ave. 
VW vo. 


Laramie 


Photo courtesy the Pennsylvania Railroad 


Over three years ago the Pennsylvania Railroad put Spee-Flo 
hot spray to the test. Performance was impressive. Average 
spraying time was cut to twenty minutes per car—a 30% 
saving; paint consumption was reduced by almost 3; a single 
prime and finish coat were found to be sufficient to achieve a 
dry film thickness of four mils. Summary: a better looking, 
faster drying, longer lasting finish. The Pennsylvania Railroad 
is now predominantly equipped with Spee-Flo hot spray 
equipment. Experience has shown an over-all improvement 
in finish; greatly reduced overspray, resulting in better work- 











case histories. 





WRITE for literature and 
free booklet: “Why Hot 
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ing conditions and reduced clean-up time; all-weather 
application; and longer film life, with repainting 
intervals appreciably longer. 

If you have a finishing problem or seek greater 
economy and improvement in your present finishing 
operation, write for 
Spray?”, explaining the hot spray system and giving 


SPEE-Fio 


Spray?” 6614 


the free booklet, “Why Hot 






Houston 11, Texas 


61 












[ A century of experience in custom-building 


WINDOWS, CURTAINS, HARDWARE, LAMPS, LOCKS AND 
OTHER PRODUCTS FOR THE TRANSPORTATION INDUSTRY 





Call on Adlake, too, for 
engineering help in design 
and cost estimates of new 


equipment, No obligation. 





THE ADAMS & WESTLAKE COMPANY 





Factory & General Offices, Elkhart, Indiana, 
Phone JAckson 2-0550. 


Chicago Sales Office, 135 S. LaSalle St., 
Phone Financial 6-6232. 


New York Sales Office, 50 Church Street, 
Phone COurtland 7-0073. 
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Pictured above, left, is a scene in the Chesa- 
ke & Ohio Railroad, Huntington, West 
irginia, Diesel Locomotive Shop. The oper- 
ator is using a Sioux Heavy Duty Portable 
Driver, and a S1oux Stone Grinding E.M.D. 
Liner Head Valve Seats. The S1oux Driver 
is lowered from a retractor hanger. Liner 
Heads are held in shop-made positioners 
which are moved along the assembly line 
conveyor. 

Diesel Engine manufacturers recommend 
Sroux Valve Seat Grinding Equipment. 
Factory approved sets include Allis-Chalm. 
ers, American-Locomotive, Baldwin Loco- 
motive, Case Tractor, Cooper Bessemer, 


CONVEYOR AND SIOUX 
SPEED VALVE GRINDING! 


General Motors Corp., Hercules Engines, 
International Harvester Trucks and Trac- 
tors, John Deere Tractor, Massey-Harris 
Tractor, Minneapolis-Moline Tractor, Na- 
tional Supply, Oliver Tractors, Onan En- 
gines, Reo Motors, White Motor Trucks. 

The new Spline Drive now being supplied, 
gives from ten to twenty times the life of the 
hex drive, and is more accurate. 

A Sroux 682L Valve Face Grinding Ma- 
chine is shown above, right, in operation in 
the Chesapeake & Ohio Railroad, Hunting- 
ton, West Virginia, Diesel Shop. 

More S1oux Valve Grinding Machines are 
in use than all other kinds combined. No other 
machine compares with the Sioux 682L 
in ruggedness, precision, and ability to do 
the big jobs. 

Your nearest S1oux Distributor is listed 
in the yellow pages under “‘Portable Elec- 


”? 


tric Tools’’. 


ALBERTSON & CO., INC. 


ELECTRIC DRILLS @ SANDERS @ GRINDERS @ IMPACT WRENCHES 
POLISHERS 


SIOUX CITY, IOWA, U.S.A. 


@ PORTABLESAWS @ FLEXIBLE SHAFTS @ 
FACE GRINDING MACHINES @ ABRASIVE DISCS 





VALVE 


LIMA Crane uses 


(iss) Shelby Seamless Tubing 
for strong, lightweight boom 


The giant 190-foot-long boom on this Lima 
Type 802 Crane is strong and rigid, yet remark- 
ably light in weight and completely maneuver- 
able. The Construction Equipment Division of 
Baldwin-Lima-Hamilton Corporation, Lima, 
Ohio, fabricated the boom from USS Shelby 
Seamless Steel Tubing made of very high-yield- 
strength USS ‘“*T-1”’ Steel. They state many ad- 
vantages are accrued because of the use of ““T-1” 
Steel Tubing: 


e a stronger boom with less weight 


e a longer boom without affecting the rated 
stability of the machine 


e no auxiliary help needed in hoisting the boom 
from the horizontal 


Shelby Seamless Mechanical Tubing in all steel 
grades offers strength and rigidity in perfect pro- 
portion to its size and weight. Moreover, it is 
shock absorbent, uniform throughout, and di- 
mensionally accurate. All Shelby Seamless Tub- 
ing is produced under exacting quality control 
standards and to rigid specifications. 

Consult our engineers about the wide range of 
shapes, diameters, wall thicknesses and steel 
analyses available. They can help you adapt 
Shelby Seamless Mechanical Steel Tubing to your 


particular requirements. 
USS, Shelby and ‘‘T-1’’ are registered trademarks 


“The world’s largest and most experienced manufacturer of tubular products’’ 


National Tube weil 
Division of United States Steel 


Cclumbia-Geneva Stee! Division, San Frane sco, Pacific Coast Distributors « United States Stee! Supply Division « United States Steel Export Company, New York 








